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Bank Holidays and Travel Peaks 


HE arbitrary incidence of bank holidays always has had a 
considerable influence in the establishment of traffic peaks. 
The August Bank Holiday in particular is an important factor in 
nullifying the efforts which have been made by the Govern- 
ment and the railways to spread holidays throughout the year. 
We have suggested previously that Lubbock’s Bank Holiday 
Act of 1871, although at the time based on admirable motives, 
has now outlived its usefulness, because the general health of 
the people is catered for adequately by arrangements for holi- 
days with pay and so forth. Mr. E. W. Wimble, Chairman of 
the Home Holidays Division of the British Tourist & Holidays 
Board, at the recent conference of the Association of Health & 
Pleasure Resorts, said that his board had set up a staggered 
holidays committee which was considering the question of bank 
holidays. It was proposed that a summer bank holiday on the 
second Monday in June should replace Whit Monday and that 
an autumn bank holiday on the second Monday in September 
should replace the August Bank Holiday. If this proposal were 
adopted, it might have the effect of spreading the August travel 
load, but, at the present time, it seems to us that the outstand- 
ing need is not so much a moving of holidays as the abolition 
of customs which contribute nothing to efficiency but detract 
from it by introducing a break in business and trade. 


* * as * 


Southern Region Continental Travel 

Whereas in 1914 only two clerks were needed at Victoria 
Station, London, to deal with intending passengers to the Con- 
tinent, at the present time 44 are engaged in issuing tickets, 
making reservations, and answering enquiries. During last year 
40,000 enquiries were received by post alone. To deal with this 
traffic the Southern Region last Monday opened a new and 
modern office opposite the Continental Baggage Hall, which is 
adjacent to No. | platform. Enquiries and bookings for all 
routes to the Continent, except those via Southampton, and the 
Channel Islands, which will continue to be dealt with in the 
present enquiry office on the Central side of the station, will 
be handled in this building. The modern equipment of the 
new office includes fluorescent lighting and air conditioning, and 
provides greatly improved facilities for travellers seeking 
information about Continental travel. The Continental Super- 
intendent will have his administrative offices above the new 
enquiry office. Before the war, booking was possible to over 
400 destinations on the Continent, but at present restrictions 
have reduced this number to 173. 

* * * * 

British Railway Investments in Venezuela 

According to statistics compiled by our contemporary, the 
South American Journal, there was a total of £17.903,263 of 
British money invested in Venezuela at the end of 1937, and 
on this the average return was no less than 10:2 per cent. On 
the other hand, there was £9,492,418, or over 53 per cent. of 
the total, which received no return. It was the substantial 
dividends of the Venezuela Oil Concessions which raised the 
average yield. Since 1930 Venezuela has had no national 
foreign debt. The railways operating in Venezuela have done 
badly during the last 17 years, and of the total of £2,142,994 
shown as invested in 1947, no interest was received on 
£1,628.982. The total amount of interest forthcoming was 
£25.700. equivalent to 1:2 per cent. on the total investment. 
In the miscellaneous group of securities the total investment 
of £15,760.269 received a return of £1,802,085, equal to 11-4 per 
cent. The amount receiving no interest was £7,863,426. 

* * * * 


Stainless-Steel Coach on Irish Railways 


The Irish Transport Company (Coras Iompair Eireann) has 
put into service, on the Dublin-Cork run, the stainless-steel 
coach “Silver Princess” which was described and illustrated 
in our November 21, 1947, issue. This coach was built in 
Philadelphia by the Budd Company for the Pressed Steel 
Co. Ltd. at Cowley, Oxford, and is a prototype from which 
other vehicles are intended to be built. So that passengers in 
all parts of Eire may have an opportunity of expressing their 
opinions of the new coach, the railway has arranged that it 
shall be operated on other main-line services during the 
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summer. . Every traveller on the coach is receiving a question- 
naire asking for an expression of opinion as to whether the 
open saloon or compartment coach type of seating, both of 
which are incorporated in the “Silver Princess,” is preferred. 
The result will influence the company in designing new coaches, 
of which several hundreds are required to replace existing 
stock, and which will be built in the C.I.E. Inchicore work- 
shops. Indirect fluorescent lighting, individual reading lights, 
glare-resistant safety-glass windows, pressure ventilation, and 
sound insulation are features of the coach. In the open saloon 
the seats are arranged in pairs and are mounted on pedestals 
so that they can be swivelled to any desired position and also 
tilted back fer greater passenger comfort. 
* * * * 

British Tourist & Holidays Board 

During its first year the primary task of the British Tourist 
& Holidays Board has been to maintain and intensify the 
efforts already being made by the Travel Association to attract 
visitors to this country and thus increase the national income 
from this source. Many of its activities necessarily have been 
of an exploratory nature or represent measures taken to 
ameliorate the effect on tourist services of thé present economic 
problems. Sir Alexander H. Maxwell, Chairman, states in his 
first annual report that, while much effort has had to be 
expended in laying the foundations on which to build its future 
work, these are sound, with the result that the Board can look 
forward to achieving substantial progress in expanding its 
activities next year. More than 13,000 new honorary members 
have been enrolled in the Travel Association, and member- 
ship now exceeds 56,000. It is hoped that in course of time 
the Board wil! become more nearly self-supporting by attract- 
ing contributions from those industries which benefit most from 
its work. At present the collection of revenue is concentrated 
mainly in the Tourist Division through membership fees and 
subscriptions to the Travel Association. Further reference to 
the financial position is made in our news pages this week. 

* * + * 


Railway Benevolent Institution Home for the Aged 

The Board of Management of the Railway Benevolent Insti- 
tution recently has opened a home for aged railwaymen and 
their wives or widows. The formal opening took place last 
week-end, when Mr. T. W. Royle, Chairman of the Board of 
Management, explained some of the difficulties which had had 
to be faced in securing a suitable property for the purpose. 
The home, which is known as “ Boxhurst,” is situated on the 
south side of Box Hill, near Dorking, Surrey, and accommo- 
dation is provided for 16 residents. The formal opening 
ceremony was performed by Sir Edward C. G. Cadogan, the 
senior trustee of the Institution and formerly Deputy Chairman 
of the Great Western Railway. Mr. John C. Mitchell, Deputy 
Chairman of the Board of Management, paid tribute to the 
energy and enterprise of members of the Institution with 
special knowledge who had given freely of their time to ensure 
the success of the venture. He mentioned in particular Mr. E. E. 
Painter, Colonel H. Rudgard and Colonel H. Roberts. He ex- 
plained, too, that the income of the Institution had been depleted 
because much of its funds had been invested in railway 
securities, with severe diminution of income on nationalisation. 
The blessing and dedication of the new home was performed 
by the Master of the Temple, the Rev. Canon Anson. “ Box- 
hurst” has had previous railway connections,. for it was 
formerly owned by Mr. O. V. Bulleid, Chief Mechanical 
Engineer, Southern Region. 

* * * +e 

Waterloo Station Centenary 


The celebration last Monday of the centenary of Waterloo 
Station, Southern Region, was the commemoration of a date 
rather than a structure, for there is very little left of the 
terminus which was opened officially on July 11, 1848, and 
which the first passenger train entered two days later. Within 
25 years it became necessary to embark on extension schemes, 
which were continued intermittently until 1922, when the 
drastic rebuilding was completed by the London & South 
Western Railway just before grouping. The station is now 
the largest passenger terminus in Great Britain and covers an 
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area of 244 acres. It has 21 platforms and deals with nearly 
200,000 passengers every 24 hours. The exhibition of photo- 
graphs, prints, and models, to which we make further refer- 
ence elsewhere in this issue, depicts graphically the developmen: 
of this great station from the original three platforms of 1848 
The story is told in an admirable 32-page illustrated booklet b. 
Mr. H. G. Davis, which has been issued, price Is., by th 
British Railways, Southern Region. 
* * * * 


Restoration of the “Glacier Express ” 

Among the pre-war tourist services which are being restored 
this summer is the “ Glacier Express” between Zermatt and Si 
Moritz. This train will run daily from July 1 to August 3) 
after a lapse of several years caused by the war. It was oper- 
ated for the first time in 1930. Three railways are concerned 
in working the train over its route of 238 miles, namely, the 
Visp-Zermatt, the Furka-Oberalp, and the Rhaetian Railways, 
all of which are of metre gauge. The post-war train will be 
hauled by electricity throughout, the Furka-Oberalp railway 
having been electrified in 1940 (see our issue of May 1, 1942). 
It conveys restaurant cars eastbound between Oberalpsee, on 
the Furka-Oberalp section, and Chur, on the Rhaetian Railways; 
and westbound—between St. Moritz and Oberalpsee. The train 
takes its name from the opportunity afforded to travellers of 
observing closely a number of glaciers in the valley south of 
Visp, and on the Furka-Oberalp Railway. Two illustrations 
of typical scenery on the latter section were published in our 
issue of October 17, 1947. Leaving Zermatt at 8.5 a.m., the 
train is timed to reach St. Moritz at 5.28 p.m., the principal 
places served being Brigue, Gletsch, Andermatt, and Disentis. 
In the reverse direction the train will leave St. Moritz at 
8 a.m., reaching Zermatt at 5.48 p.m. In addition to this ser- 
vice, there are through trains over the Furka-Oberalp and 
Rhaetian Railways between Brigue and Chur. 


* * * * 


Fifty Mountain-Type Locomotives for South Africa 


Although originally introduced into South Africa as a freight 
locomotive, the 4-8-2 has established its suitability for main-line 
passenger working, and a large number has been built in 
recent years. Some months ago, the North British Locomotive 
Co. Ltd. provided a valuable addition to locomotive power in 
the Union by completing an order for 100 of the powerful 
“ 1SF” class locomotives, and is now following this with fifty 
Class “19D” 4-8-2 locomotives, which, compared with many 
other machines built for South Africa in recent years, are a 
relatively light design. Except for a number of minor modifi- 
cations, these engines are similar to the series delivered by 
Robert Stephenson & Hawthorns Limited, and tractive effort 
at 31,850 lb. is the same in both cases. The North British 
engines, weighing 79 tons 19 cwt. in working order, are some 
4 tons lighter. Special interest attaches to the tenders of the 
later engines, as the circular water-tank mounted on two six- 
wheel bogies is a radical departure from standard design in 
South Africa, and further details are given elsewhere in this 
issue. 

~ * * * 


Replenishing Locomotive Sand-Boxes 


Most of the locomotive running sheds in this country, 
whether large or small, can show but little change over the 
years in the matter of drying sand and distributing it from the 
furnace to the locomotives arriving at the shed after a run. 
We remember that in the days of our practical training, an 
immense and thermally uneconomical furnace served the dual 
purpose of drying fresh consignments of sand and providing 
live coals for shovelling into the fireboxes of engines to be 
lighted up. It was located at the extreme corner of the 
running shed, on the remote side of one of the busiest tracks, 
and the buckets of dry sand which were drawn from it there- 
fore had to be carried great distances in many cases. It 
should not be very difficult or expensive, on future occasions 
where smaller running sheds are scheduled for improvement 
and modernisation, to arrange for a central high-level gas- 
heated hopper to be filled by a conveyor from the incoming 
sand wagons, and for a number of off-takes to be installed to 
convey the dry sand to several strategic points. Most of the 
larger running sheds are already equipped with air com- 
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pressors and reservoirs, and an air-pressure delivery system 
to two or three filling pipes would enable much time and 
labour to be saved. A fine degree of control can be obtained 
when filling sand boxes by compressed air, and the danger of 
overheated bearings resulting from spilt sand is thus reduced. 


* * * * 


British Railways Financial Results 


F ROM time to time we have suggested that if the British 

Transport Commission could see its way to publishing an 
estimate of expenditure along with the four-weekly statement 
of railway receipts it would prove of both interest and value. 
This is a procedure which is widely adopted by railway adminis- 
trations in the United States of America. Before the nationali- 
sation of British railways, estimates of net revenue were 
prepared for the boards of directors, but although the question 
of publishing expenditure figures was considered on a number 
of occasions, it was held to be undesirable on the ground that 
Stock Exchange speculation in the securities of the companies 
might be encouraged. 

Moreover, although it was the practice of the main-line rail- 
way companies to prepare detailed four-weekly estimates of 
net revenue for the information of the directors, General 
Manager and responsible officers, so that proper control could 
be exercised currently over receipts and expenditure, it was 
not until the end of the financial year that certain provisions, 
both in respect of revenue and expenditure, were determined 
finally, and in certain cases regard had to be given to the results 
for the full year. For this reason, and because, inter alia, at 
certain stages in the year expenditure exceeded gross revenue, 
it has been considered that the publication of four-weekly net 
revenue figures was undesirable, as it would have created an 
erroneous impression of the financial position of the companies 
in the minds of the stockholders and the public. 

It is true that the stockholders no longer exist and that under 
nationalisation the effect on the Stock Exchange has not now 
to be considered, nevertheless the first consideration remains and 
the British Transport Commission has many matters of 
accounting principle to decide; for example, the allocation 
between capital and revenue and the basis of its depreciation 
and/or renewal provisions. For this reason alone, we under- 
stand, it is improbable that in any case anything could be done 
in the way of publishing current net revenue figures, either this 
year or next, which would be of any real value to the public. 


* * * * 


Nigerian Railway 


IS spite of difficult conditions in the year ended March 31, 
1947, arising partly from the aftermath of the general 
strike of June, 1945, the Nigerian Railway was able to show a 
balance of £812,039 after meeting renewals and loan charges 
in full. A record operating revenue of £4,627,955 was achieved, 
exceeding by £540,020 the previous highest figure attained in 
1943-44. At the same time, however, the operating expendi- 
ture of £2,652,121 was £553,495 above the previous maximum 
recorded in 1945-46. The report, which we have received 
from the General Manager, Mr. D. C. Woodward, shows that 
increased wages and salaries and higher costs of stores and 
materials were the major factors contributing to the operating 
expenditure, and it points out that the 10 per cent. surcharge 
imposed on rates in 1942 provides only £60,000 and represents 
quite a small fraction of the increased working costs. It 
appears, therefore, that a comprehensive revision of railway 
rates is desirable at an early date. Some operating results for 
the year are summarised in the table below:— 


1945-46 1946-47 
Passenger journeys 4,262,420 6,234,393 
Tonnage hauled... ta ome wil 1,153,345 1,393,648 
Average haul (miles) ... ee ate 309 339 

£ £ 

Gross receipts ... ro 3,664,093 4,672,955 
Operating expenditure 2,152,156 2,705,652 
Operating surplus 1,511,937 1,967,303 
Renewals contribution 430,000 430,000 
Interest on capital 949,547 947,215 
Net surplus as see 409,973 812,039 


During the year, the railway carried 6,234,393 passengers 
comparing with 4,262,420 in the preceding year when traffic 
was affected seriously by the general strike. A comparison is 
made therefore with 1944-1945, when more normal conditions 
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obtained, and shows increases of 4,257 in second class and 
§89,696 in third class passengers respectively, but a decrease 
of 1,105 in first class passengers. The reduced first class travel 
is attributable largely to declining military traffic, while the 
large increase in third class bookings and receipts (£186,860 
higher) is ascribed to the repatriation of troops from overseas 
and intensive efforts to combat fraudulent travel. Much assist- 
ance was received in this respect from the Nigerian Police, 
and also from the indefatigable efforts of a European police 
officer whose services were obtained later in the year. 

Freight traffic totalled 1,393.648 tons, an increase of 236,306 
tens over the strike year, and comparing with 1,339,110 tons 
in 1945. Groundnuts traffic during the season (279,943 tons) 
was the highest since 285,445 tons were removed in 1936-37. 
To handle this tonnage, it was necessary to resort to a greater 
extent than ever before to the return loading of coal wagons 
with groundnuts, which reacted unfavourably on wagon avail- 
ability at the colliery and was reflected in a reduction of the 
coal reserve at railway depots. 

Almost throughout the year, the railway was busy with the 
repatriation of military personnel, who had to be transported 
from Lagos to the local demobilisation centre at Ikeja. A 
tctal of 111 special trains was run, conveying 66,530 men, for 
whom 854 coaches and 262 covered wagons were used. A little 
over half the total number had to be transported approxi- 
mately 1,000 miles by rail. There was no improvement in the 
locomotive position during the year reviewed by the report, 
although 14 2-8-2 goods engines ordered from Canada arrived 
in June, 1947. and all were put into traffic in July. 

The condition of goods rolling stock is reported to be 
deteriorating and output from the colliery was restricted be- 
cause of the inability of the railway to transport more than 
600,000 tons a year. Until complete new wagons are forth- 
coming, it may be necessary to rebuild the bodies of 370 
American lease-lend wagons and fit them with new wheels. 

Progress has been made with relaying 160 miles of track 
between Jebba and Minna with new 60-lb. rails and sleepers 
of local timber. The mileage relayed in 1946-47 was 484, 
comparing with 434 in the previous year. Difficulty was experi- 
enced in this work from the shortage of technical officers. A 
plan to provide young African railwaymen with facilities for 
studying the higher principles of railway working has shown 
very satisfactory results. At the time of writing the report, 
there were four candidates undergoing a two-year training 
ccurse with the four main-line railways in Great Britain, two 
studying mechanical engineering and two traffic. It is hoped 
that it may in future be possible to double the number of 
students receiving instruction under this scheme. 


* * * * 


U.S.A. Railway Operating Records 


N January 3 our American contemporary, the Railway Age, 
published a comprehensive survey of 1947 railway opera- 
tions, written by Dr. Julius H. Parmelee, Vice-President, Associa- 
tion of American Railroads. His statistics show that last year the 
U.S.A. railways handled the greatest peace-time traffic in history 
and broke several operating records. Their performance was 
remarkable, because working costs were 76 per cent. above 
1939 and much delay was experienced in the delivery of new 
equipment. In particular, largely as the result of intensive 
war user, the stock of wagons was inadequate. In October, 
47.000 fewer wagons were in traffic than in 1945. Against 
70,000 wagons broken up last year, only 62,500 new wagons 
were installed, though these were superior in design and capacity 
to the old vehicles. Almost all new wagons are built of steel, 
a 70-ton hopper and a 50-ton box wagon both costing about 
$4,000. 

The average capacity of the wagons in use last year was 
51-4 tons. The number of these larger wagons loaded exceeded 
44,500,000, an increase of more than 3,000,000 over 1946. The 
total surpassed loadings in any of the war years and-was greater 
than in any year since 1930, when the average wagon held only 
46 tons. This means that the shortage of wagons brought its 
Own cure to some extent by curtailing the average turn-round 
time. In October that time was reduced to 12-4 days, half a 
day better than the previous record. For box wagons only the 
October figure was 11-8 days, another all-time record. Yet 
there was a shortage of over 40,000 wagons a day in that busy 
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month, and on December 1 the railways had orders for over 
110.000 new wagons outstanding. They have been pressing 
the builders for delivery of 10,000 wagons a month, but the 
highest figure reached was 8,000 in November. 

The U.S.A. railways appear to have made light of the 
obstacle caused by the adoption of the 5-day week in industrial 
establishments. They not only turned wagons round quicker, 
but raised the average wagon load by 4 per cent. to 32°6 tons. 
Then they raised the daily mileage of the average wagon by 
8 per cent. to 48-8, while freight locomotives covered nearly 
120 miles a day, or 3 per cent. more than in 1946. Lastly, the 
train load was lifted by 62 tons over 1946 to 1,148 tons, well 
above the wartime levels and 35 per cent. higher than in any 
previous peacetime year. This was done without any loss of 
mobility, the average freight train speed being 16 miles an 
hour. 

Measured in ton-miles the 1947 freight traffic was 647,359 
million, 9 per cent. above 1946, no less than 45 per cent. above 
1929—for long the record year of American prosperity—and 
only 12 per cent. below the wartime peak year 1944. This 
great volume of movement was 28 times the ton-mileage worked 
by the British railways in 1946. It produced freight revenue 
estimated at $6,992 million, a peacetime record only $6 below 
the exceptional wartime year 1944, and $1,205 over 1946. This 
increase of nearly 21 per cent. was due partly to the various 
rate advances approved by the Interstate Commerce Commission 
last year to meet higher cost of materials, wages, and payroll 
taxes. 

Passenger fares were raised also last year, but the increases 
did not prevent a fall in passenger revenue of $314 million, or 
about 25 per cent., from 1946. Passenger miles were down by 
nearly 31 per cent, and the 1948 volume of travel is expected 
to be 13 per cent, below the level of last year’s business. In 
spite of a lavish expenditure on high-speed trains, the 1947 
passenger revenue of $945 million was only 11 per cent. of 
the total operating revenues. More remarkable still, it was 
21 per cent. less than the increase in freight revenue. There 
could be no clearer proof of the small part which passenger 
train running plays in American railroading. The publicity 
given to “ streamliners *’ and passenger amenities generally was 
out of proportion to their commercial value. What really 
mattered was the average freight train turning out 18,163 net 
ton-miles of transport for each hour it was on the road. That 
movement, reflecting both train load and train speed, was 71 
per cent. more than in 1929. It was 17 times the British figure, 
which has not varied much for 25 years. It is to be hoped 
that the Railway Executive will succeed in improving this 
statistic of “ average net ton-miles per train-engine hour,” as it 
is a crucial test of efficiency and economy in freight working. 

The financial reward of the U.S.A. railways for their brave 
showing in 1947 was meagre. They earned a return of 3:3 
per cent, on their net investment, instead of the return of 
between 5 and 6 per cent. needed to keep their undertakings 
thoroughly up to date. They are, however, entering 1948 in 
good heart, hoping for the award of higher rate levels, the 
early settlement of wages claims, the delivery of more new 
equipment, and a continuation of general economic activity 
sufficient to produce an ample volume of traffic. 


* * * * 


Royal Commission Report on Western 


Australian Railways 


AST year, as reported in our October 17, 1947, issue. the 
Government of Western Australia appointed a Royal 
Commission consisting of Mr. A. J. Gibson and Mr. D. H. C. 
du Plessis, to inquire into the working and management of 
the railways. The commissioners have now issued their report, 
and they say that from the evidence submitted by the Com- 
missioner of Railways (Mr. J. A. Ellis) and senior railway 
officers, they were satisfied that the present state of the rail- 
ways was the result of shortsighted policy pursued during the 
past 20 years of economising in railway expenditure regardless 
of the consequences te the most important asset of the State. 
The fruits of this policy were now evident in a railway system 
which was almost completely run down. Lack of sufficient 
engine power was now the most acute problem. There was 
urgent need for a general increase in freights and fares, and 
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investigations which would indicate the extent to which in- 
creases should be made are recommended. 

The report states that if the railways were to function'as 4 
stable and economic business undertaking, it was essential fo; 
railway finances to be divorced from consolidated revenue. 
The commissioners recommend the establishment of a separate 
Government Railways Fund, and that all revenue and other 
earnings accruing to the railways should be credited to this 
fund. The Railways Capital Account, which stood at £27,290,190 
on June 30, 1947, should be examined thoroughly, and the 
question of deferred maintenance and reconstruction would 
require consideration. involving an expenditure of over £20 
million over a period of 10 years. It was clear that a large 
sum was due to the railways from Commonwealth or State 
sources for deferred maintenance. The capital account should 
be written down, or other relief granted, in respect of non 
paying lines built for developmental purposes. What these 
amounts should be, or what formula sheuld be adopted, could 
be determined only after careful examination by departmental 
financial officers, including Commonwealth officers. 

There had been complete unanimity among all witnesses that 
an essential corollary to a stable financial structure for the 
railways was the establishment of a renewals fund to improve 
and maintain the railways at a proper standard of efficiency. 
With the establishment of a renewals fund, the lives of all 
assets would have to be assessed, and this would best be done 
by an inter-branch committee representative of the two engi 
neering branches and the accounting branch. A disturbing 
feature of railway expenditure was the considerable propo1 
tion over which the management had very little, if any, control. 
Uncontrollable expenditure in respect of salaries and wages 
amounted to 67:23 per cent. of total expenditure. The impli 
cations would have to receive serious consideration under the 
new financial set-up recommended. It was desirable to estab 
lish a rates stabilisation fund, the object of which should be 
the maintenance, as far as possible, of uniformity of rates 
notwithstanding fluctuations in traffic. 

Establishment of a Railways Staff Board of Reference & 
Conciliation was recommended by the commissioners. This 
board, they said, should make recommendations to the Minister 
for Railways on all important matters concerning rates of pay 
and conditions of service of railway staff which might be raised 
by the Minister, the management, or a union. The board 
would be constituted of eight permanent members of the railway 
staff elected by the staff unions (each union to elect one mem- 
ber): eight members of the permanent staff nominated by the 
Management Committee of the railways; and a Chairman 
nominated by the President of the Arbitration Court. All re- 
commendations of the board carried by a two-thirds majority 
should be binding on the Minister and the staff unions. In the 
event of a two-thirds majority not being secured, the matter 
should, at the request of the staff union concerned, be referred 
to the State Arbitration Court for judgment. To facilitate nego- 
tiations between the management and staff unions, the unions 
should appoint a consultative committee representing all the 
unions to conduct negotiations with the management on staff 
matters affecting more than one union. 

The report says that schemes for the complete constructional 
rehabilitation of the railways that were submitted to the 
Government should: (1) Conform to a correlated plan, based 
not only on present traffic requirements, but also having due 
regard to the development of the State as a whole; (2) have 
regard to the use of road motor transport, either to supplement 
or supplant existing railway services; (3) be the most econo 
mical and efficient; and (4) seek to avoid having to be waste 
expenditure in the future on changes necessitated by lack of 
foresight and careful planning. If the railways were to be 
developed as an economic and efficient transport undertaking, 
it was essential to increase train loads and run faster trains. 

The management should take over the functions of the Rail 
way Institute Council relating to the organisation and control 
of all training classes. A itraining officer should be appointed 
for the practical training of junior staff. The report also 
deals with the proposed intensive training of a number of 
young officers as cadets for from two to three years in selected 
branches; and the value of visits to other States and countries. 

It stresses the importance of providing housing where members 
of the staff are forced to live away from their families. 

Creation of a Board of Directors to advise the Minister on 
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all matters of policy, and the appointment of a General Man- 
ager who, with two assistants, would take over the present 
functions of the Commissioner of Railways, were among the 
administrative changes recommended by the commissioners. 
The board should consist of three members appointed by the 
Governor for five years, and eligible for reappointment. They 
should have knowledge of agriculture, commerce and industry, 
and labour and industrial matters, respectively. The Minister 
for Railways, in consultation with the Board of Directors, must 
continue to lay down railway policy and be responsible to 
Parliament for the efficient control and administration of the 
railways. The Board of Directors should function purely in an 
advisory capacity. Among other matters, the Minister should 
consult the board concerning the expenditure of any amount 
exceeding £1,000 in respect of any railway work or service 
other than what had been authorised expressly by Parliament. 

The managerial head of the railways should not be depen- 
dent for reappointment on the political complexion of the 
Government of the day. The selection should be made from 
the ranks of the senior officers of the railways, and the 
incumbent should continue in office until he reached the normal 
retiring age. The railways should be required to function as an 
ordinary industrial and commercial undertaking, and the title 
“Commissioner of Railways” should be changed to that of 
“ General Manager of Railways.” Managerial control should 
be further strengthened. This could be achieved best by the 
appointment of two officers as assistant general managers, one 
to be in charge of the commercial, traffic, and accounting 
branches; and the other to assume control of civil and 
mechanical engineering branches, and the stores branch. The 
General Manager, with the two assistant general managers, 
would form a management committee and exercise the func- 
tions now vested in the Commissioner. The two assistant 
managers should be appointed by the Minister and hold 
office until they normally would retire from the service. A 
post should be created for a Parliamentary and Financial 
Assistant, who would prepare estimates for submission to 
Parliament, assist in the drafting of Bills. and compile informa- 
tion for the annual railway budget. 

The commercial organisation should be strengthened. Pro- 
vision should be made for the appointment of a Chief Com- 
mercial & Staff Manager, to replace the Secretary for, Railways. 
The commissioners also recommended appointment of a Com- 
mercial Superintendent; formation of a Tourist Section respon- 
sible for inclusive tours by rail, road, sea, and air: and a 
Publicity & Public Relations Section to popularise railway 
travel. With the disappearance of the Secretary’s Branch, the 
whole organisation for dealing with staff matters should be 
reviewed. With the object of maintaining harmonious relations 
between staff and management, and giving proper attention to 
health and general welfare, a Staff Superintendent should be 
appointed. A Health, Welfare & Safety section should be 
established, and health foremen should be appointed at all 
centres where there were district offices. A health inspector 
should co-ordinate the work of the health foremen. The com- 
missioners refer to lack of organisation and proper control of 
stores at out-depots. The present position, they say, was most 
unsatisfactory and wasteful. Control of locomotive and civil 
engineering stores, together with the staff employed at such 
stores, should be taken over by the Comptroller of Stores. 

Commenting on the report, the West Australian, the leading 
daily newspaper in the State, has observed that it would be 
grossly unjust to make Mr. Ellis (the Commissioner of Rail- 
ways) the scapegoat for the present inefficiency of the system. 
At the same time it would be fair to remember that the 
Governments concerned were largely forced into the “ fiat 
of economy regardless of consequences” to which the com- 
mission refers. But between the depression and the war, more 
could, and should, have been done, and it could have been 
done by raising freights and fares. It was in their refusal to do 
this that successive Governments have been most culpable. 
The truth was that Western Australia had more miles of 
railway than it needed, and many more than it could afford, 
and the State’s prospects of being able to spare £2,000,000 for 
railway rehabilitation annually for the next 10 years were so 
temote that no Government need waste time thinking along 
those lines. So far, the Government has not made any 
announcement of its attitude regarding implementation of the 
report. 
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Special Building Foundations 


| i cases where large structures, such as workshops, station 

and office buildings, hotels, and locomotive depots, with 
unevenly distributed loadings on their foundations, have to be 
built on reclaimed land or other unstable subsoils, the selection 
of the most suitable form that those foundations should take 
is sometimes complicated by a variety of considerations. These 
may rule out the use of pre-cast concrete or timber piling, and 
more than one type of foundation is occasionally necessary 
under different parts of the same building if uniform settle- 
ment is to be assured. Railway structures are not likely to 
be so high nor normally to involve such heavy loads on their 
foundations as the new telegraph building at Oakland, Cali- 
fornia, but the methods adopted in its construction, as. recently 
described in Engineering News-Record may be of interest. 

The area covered by this building measures 144 ft. x 139 ft., 
and its height is 288 ft., but the distribution of weight over 
its foundations is very uneven. Over an area 126 ft. x 28 ft., 
stretching from one corner along one side, the estimated loads 
ranged between 15,000 and 18,300 Ib. per sq. ft., whereas over 
the remainder of the base they averaged only 6,000 Ib., and 
nowhere exceeded 9,000 Ib. per sq. ft. Uniform settlement 
was more than ever essential due to the fact that the height 
of the structure would be double its length or width. More- 
over, the area subjected to the heaviest loading occurred along 
the property boundary in close proximity to an adjacent bank 
building, the subsoil water level was high, and no rock bottom 
could be reached. Frictional resistance, therefore, had to be 
relied on as the principal means of supporting the concentrated 
load. 

Pre-cast concrete piling was considered first, but was deemed 
unsuitable because it was feared that the driving of so many 
solid piles at close spacing with the aid of jets would disturb 
the foundation balance temporarily and so affect ultimate settle- 
ment to an unknown extent. Large concrete caissons also were 
ruled out as concentrating loadings undesirably, and because 
the high-water level would have made them too costly. The 
third possibility was the use of steel tubular piles, which com- 
bined the maximum frictional resistance with virtuaily no dis- 
turbance of the surrounding soil pressures, due to their small 
displacement when being driven as open cylinders, the walls 
of which were only } in. thick. They thus could be driven 
at close spacing, and when filled with concrete, suitably rein- 
forced, were estimated to be capable of carrying heavier loads 
than corresponding pre-cast piles. 

Accordingly, this type of foundation was selected, and borings 
showed dense sand 80 ft. below the surface with a suitable 
bearing value, which, with frictional resistance in the material 
above it, would enable an 18-in. tube driven to that depth to 
support 100 tons. Piles of this diameter, therefore, were driven 
throughout the area of concentrated load, for the most part 
3 ft. 6 in. apart in one direction and at 3-ft. l-in. centres in 
the other. Over the remainder of the base area a concrete 
mattress 5 ft. thick was laid to support the lighter loads. In 
fact, this slab was first poured, and, after setting, provided a 
working platform from which to start the pile-driving, which 
subsequently was carried out on piling falsework. It is esti- 
mated that the difference in settlement of the tubes and slab 
in a 20-year period will not exceed } in. 

In all, 246 tubes, each 48 ft. to 60 ft. long, were driven, 
first with an ordinary steam driver, whereas later, when the more 
compact strata had to be pierced, a single-acting Vulcan 
hammer was used, this having a 10,000-Ib. ram falling through 
a height of 3 ft. 6 in. The contents of each tube were ejected 
by an air and water jet, though a 3-ft. depth of filling was 
left in the bottom as a seal against the water. This 3-ft. plug 
was consolidated by ramming with a 16-in. disc attached to an 
“1” beam. which served also to clean the inner surface of 
the tube. To dispose of the slurry forced out of the top of 
the cylinder, a bonnet or deflector was placed over the latter 
so as to direct the discharge into a 5-cu. yd. skip alongside; 
overtiow was, as far as possible, shovelled into the skip, but 
what was too liquid to shovel or too solid to pump in the 
ordinary way, was delivered by a mud pump into tank vehicles 
for removal, so that there should be no clogging of the surface 
drainage in the area. A considerable quantity of heavy shoring 
work was necessary in the first instance to protect the bank 
building mentioned above. 











LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


British Railways Locomotive Exchanges 


18, Wheatsheaf Close, 
Woking, Surrey. 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—I was interested in your correspondent’s letter in your 
issue of May 21. I agree that the late L.N.E.R. Class “ V2” 
(not “ U2” as quoted) are fine locomotives, and the way they 
handled overcrowded trains of 22-24 coaches on the G.N. main 
line during the late war earned them everlasting admiration. 

Nevertheless, I am not in the least surprised that they were 
not chosen to play a part in the present trials. Their main 
failing lies in their weight—146 tons total weight with a 22-ton 
maximum axle load against 126 tons with an 18-ton maximum 
axle load of an L.M.S.R. Class “5.” The availability of a 

“Green Arrow” is therefore rather low. In addition the 

“Green Arrow” has the much-criticised 2:1 valve gear, and 
has also been involved in several derailments where the front 
pony has at least been under suspicion. 

In connection with the locomotive trials, it is interesting to 
note that except in the case of the Southern Region none of 
the express locomotives concerned represents its company’s 
latest post-war designs. 


May 29 


Yours faithfully, 
J. B, LATHAM 


Control of War Transport 


The Railway Executive, Southern Region, 
Staff Training College, “Gorse Hill,” 
Hook Heath, Woking. June | 
To THE EpiTror OF THE RAILWAY GAZETTE 

Sir,—I have read with interest the letters of Colonel N. McK. 
Jesper (your issue of April 16), Colonel C. F. E. Harvey 
(May 7), and Lt.-Colonel C. Squarey (May 28), on the 
subject of Transportation AaB war, and should like to endorse 
the expression of opinion that one Corps only is necessary. 

On a question of manpower alone, surely no case can be 
made for the duplication that went on in the various theatres 
of war. And quite a number of the arguments and frantic 
telephone messages at and from G.H.Q. were engendered by 
varying information received from those different branches of 
the service doing the same job at the same source. 

Like Colonels Jesper and Harvey, I have served both in 
Movements and Transportation, and was also a “ civilian 
soldier” recruited from our own railways. We base our 
remarks on civilian practice, where such obvious duplication 
is not only uneconomic but completely unnecessary; and I have 
argued verbally with regular officers of Transportation and 
Movements on this subject. Bearing in mind that planning for 
the future is now taking place, and that presumably the man- 
power situation must again be of paramount importance, it 
would be interesting to hear their present views, based on 
their experience of the Hitler war. 

Yours faithfully, 
A. C. PAYNE 
Principal 


Livery of British Railways 


* Kintallen,” The Moorway, 
Tranmere Park, Guiseley, nr. Leeds. May 31 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—May I be permitted to reply to the article entitled 
“Why Not Post Office Red?” in the May 28 issue of The 
Railway Gazette? 

I agree that in the long run it is only service that will count. 
but more efficient service is likely to ensue from the use of 
well-kept and tastefully turned out stock, apart from its 
publicity value. In this connection, 1 can think of no more 
hideous colour than Post Office red, which may be admirable 
for the easy identification of pillar boxes and telephone kiosks 
but is a notoriously hard colour to live and work with. 

After careful study of this question I have reached the con- 
clusion that the most suitable colour for passenger engines 
would be green. Let me hasten to add, 1 have no axe to 
grind, being an old Midland supporter, but I realise that red 
or lake livery does not suit all locomotives well. I would 
like to support a previous correspondent in his plea for the 
adoption of the new British Railways totem for display on 
tender and tank sides. 

Regarding coaching stock, I have no fault to find with the 
colours chosen, except that the spilt milk and cream _ will 
require more frequent cleaning, possibly, which should, how- 
ever, lead to higher efficiency in maintenance. 
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With reference to the assertion that the adoption of Post 
Office red would have. some significance, it would perhaps have 
too real a one—a political one—as might also the suggestion 
that with a change of Government another colour might be 
substituted. Such a suggestion as this cannot be too greatly 
deprecated, as all State-owned enterprises are, or ought to be, 
entirely removed from all party or political influence. 

_In conclusion, I would like to make it quite clear that the 
views expressed above with regard to the actual choice of 
colours are entirely my own personal ones. 

Yours faithfully, 


G. H. BUTLAND 
Honorary Secretary, Bradford Railway Circle 


Locomotive Power Classification 


64, Martyrs Field Road, 
; Canterbury. April 9 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—Now that the scheme for renumbering the locomotive 
stock of British Railways has been settled and put into opera- 
tion, attention should be directed towards a uniform classi- 
fication of locomotives. The methods of classification used 
by the four main-line companies show too much diversity for 
them to be perpetuated in the new national concern. 

On the former L.N.E.R., a class letter was given for each 
wheel arrangement (A for 4-6-2, B for 4-6-0, C for 4-4-2, and 
so on), followed by a number to indicate classification within 
that wheel arrangement. This is an admirable system, but it 
fails in that the classificaion gives no -indication of the capa- 
bilities of the engine class. Two classes of engine may have 
considerably different powers, but carry similar class symbols 
because they happen to have the same wheel arrangement 
~~ example, classes “J15” and “J19”), 

.M.S.R. locomotives were classified according to their capa- 
bilities, and whilst this gave a good indication of what the 
engine concerned could do, it gave no indication as to what 
sort of engine it was. An engine designated “4P ” could be 
any one of several types: 4-6-0, 4-4-0, 4-6-2T, 2-6-4T, and 
formerly 4-6-4T as well. 

The Southern scheme was one of “letting well alone,” and 
engines taken over in 1923 continued to carry their old class 
symbols. It is amazing that this “system” continued. since, 
apart from there being no rhyme nor reason attached to it, 
it suffered from a glaring fault in that ii more than one in- 
stance the same class symbol referred to engines of different 
characteristics. Class “ B4” could be a 4-4-0 passenger engine 
ora 0-4- OT shunter; and similar duplication exists with classes 

“pi,” “Et” ena * Ri.” 

The position is even worse on the G.W.R., where it would 
appear that there was no classification used at all. Named 
engines are “classified” according to their naming system (in 
theory, at any rate—though who would have thought that 
Lady Macbeth would be in amongst the “Saint” class?). 
Other engines seem to be “ classified” from the number of the 
first of the series, and even in this there is no agreement. 
Engine No. 7200 can be seen in different works of reference 

s “7200” class, “72XX” class, and no class at all. 

Clearly, an ideal classification would combine the good 
points of the L.N.E.R. and L.M.S.R. systems, and discard the 
two other systems entirely. 

The L.N.E.R. wheel arrangement letters should be retained, 
any new wheel arrangements being catered for by using letters 
that have fallen out of use due to the elimination of the type 
to which they formerly referred. A second letter should be 
introduced, corresponding with the L.M.S.R. power classi- 
fication number, as follows:— 


For passenger and mixed traffic engines— 
OP 


A E 4P 
B IP F 5P 
Cc = 2? G = 6P 
D 3P H = 7P 
For freight engines— 

4 OF U = SF 
Y = If T = 6F 
x eae S$ = 7F 
Ww 3F R = 8F 
Vv 4F 


For the sake of illustration, let it be assumed that the 
L.N.E.R. classes “ A3” and “A4” are considered equivalent 
to L.M.S.R. classifications “6P” and “7P” respectively, and 
the Southern “ Merchant Navy” class is also equivalent to a 

‘7P.” The two L.N.E.R. classes would then become “ AG3” 
and * ‘AH4” respectively. The S.R. engine could be classed 

*AH9,” and the L.M.S.R. “ Duchess,” “AHI5.” (I am 
assuming that the classes “Al” to “A8” and “ A10” remain 
applied to the engines that now carry them, with the addition of 
the appropriate power classification letter. ‘“ A9” and “ All” 
would be the two Southern 4-6-2 tender types—‘* West Country ” 
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and “ Battle of Britain” classes being considered as identical— 
and “Al2” to “Al4” would apply to the Southern 4-6-2T 
classes, “ H16,” “J1,” and “J2.” The L.M.S.R. engines would 
then become classes “ Al5”’ and upwards). 

Similarly with freight engines. L.N.E.R. Class “ 06” being 
identical with L.M.S.R. Class “ 8F ” (2-8-0), both would become 
Class “ OR6,” and the “O02” class might become “ OR2.” 
*J39” class engines would become “JU39” or “JV39,” 
depending on how the power classification letter is calculated. 

Engines of the former L.N.E.R. should be allowed to retain 
their original wheel arrangement letter and class number. For 
these, only the power classification letter would have to be 
decided. Former L.M.S.R. engines would retain their power 
classification, but using the appropriate letter in place of 
the letter and number now used. The wheel arrangement 
letter would fall in line with the general scheme. and the class 
number would depend on how many numbers were used 
already by that particular wheel arrangement. For the Southern 
and Great Western engines, only the wheel arrangement letter 
would come automatically, and the other letter and number 
would have to be decided. 

Such classification should be used for all official purposes, 
but it would in no way prevent the popular names being re- 


tained. The Southern Class “ N15” might become “ BF21,” 
for example, but these engines would still be the “King 
Arthur ” class, as they always have been. 


For diesel and electric locomotives, a separate classification 
might be needed, or they could be worked into the general 
scheme quite easily. Six-wheel diesels would have the wheel 
arrangement letter J. Engines with two 6-wheel bogies (0-6-6-0, 
such as the S.R. CCl, and the L.M.S.R. 10000) could be classi- 
fied with a letter not at present used (e.g., the letter R, unused 
since 1934); or they could be considered as two 0-6-0s and 
become classed “ JJ.”” Thus, if CCl is considered to be equiva- 
lent to Class “8F,” it would be classified either “ RR1” or 

“ JJR1,” and the L.M.S.R. engine, which appears to be capable 
of work similar to that performed by a Class “5P,” might 
become “RF2” or “JJF2.” Similarly, the L.N.E.R. electric 
would be classified (say) “P,” or could be considered as two 
0-4-0s, indicating its wheel arrangement letter as “ YY.” 

Finally, may I say that in the above examples I have not 
calculated the power classification with any degree of accuracy. 
I say this in case anybody objects that my ‘King Arthur” 
class should be “ BE21,” or that ““CC1” is more (or maybe 
less) powerful than “8F” would indicate. The figures I quote 
are good enough to illustrate my idea, and if it is put into 
practice (and I see no reason why it should not be—unless 
somebody has a better scheme), the actual power classification 
letter used on each class would be decided by people more 
qualified to do so than I am. Classification in this matter 
will tell the engineer more about the engine than any other 
scheme that has been used in this country, and yet avoid the 
use of long and unwieldy strings of letters or symbols. 

Yours faithfully, 
ARTHUR G. WELLS 


Diesel v. Steam Locomotives 


Middle Creek, via Sarina, 
North Queensland, Australia. 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—Mr. Bartholomew is to be congratulated on his excel- 
lent letter, “Diesel v. Steam Locomotives in the U.S.A.” 
printed in your March 19 issue. I wish to join with him in 
asking that discussion on this subject be allowed in your 
columns, as it is extremely difficult to get the steam side of 
the argument into print, but diesel propaganda is there in 
pleny in most magazines. Readers should be given both sides 
and they could judge for themselves. 

Mr. Bartholomew certainly shows how ridiculous diesel 
motive power really is, when a steam locomotive has to go 
along with two diesels just to heat the train, when it alone 
could heat the train and haul it better and more economically 
than the diesels. In America it has been shown that steam 
locomotives are more economical, haul more ton-miles per 
hour, and run a greater mileage between failures than diesels. 

It is, therefore, ridiculous that Britain is putting diesels to 
work in place of efficient steam engines. Supposing the Pacifics 
do slip a bit when starting with a heavy train, surely the fitting 
of a high-speed booster would be the logical way of solving 
this minor problem. If this proved inadequate for cutting 
time with a heavy train, why not employ the highly successful 
4-8-4 type? A modern well-designed 3-cylinder engine of 
this type, with or without boosters, and with an even smaller 
axle loading than the Pacifics, would leave the two-unit diesel 
far behind in both economy and performance. 

Then, for really super performance, there are the Garratts 
as advocated by Mr. Bartholomew. Surely it can be seen that 


May 2 
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these are much more economical and logical ways of securing 
better performance than the introduction of inefficient diesels, 
especially in view of the fuel position. 

Although I look on the newly-built Pacific as a really 
modern and excellent machine, I think that a 4-8-4 should 
have been built to compete with the two diesels. However, 
I have no doubt that the steam engine will, in properly con- 
ducted tests, prove to be the better proposition. In fact, the 
Sir William Stanier has won already on account of the trials 
not being able to take place until the second diesel is available. 

However, judging by photos, if a prize was awarded for 
ugliness, the diesel would have an easy win. 

Thanking you for printing Mr. Bartholomew’s letter, and 
sincerely hoping that you will print this one in full in your 
most interesting journal. 

1 am, yours faithfully, 
ROGER BOLAND 


Short Cut-off Working 


12, Trinity Road, 
Chelmsford, Essex. 
To THE EDITOR OF THE RAILWAY GAZETTE 
Sik,—In the letter appearing under the above. heading on 
June 4, I notice that the word “no” was dropped before 
“ theoretical reason” (page 651, line 4); this omission makes 
the meaning of the sentence somewhat doubtful. 
Yours faithfully, 
J. MUNNION 
[The amended sentence reads: . . if it were true, there 
should be no theoretical reason why the “ Bls” and “ BI7s” 
could not be worked at 5 per cent., since the valve events are 
theoretically the same.”—Eb., R.G.] 


June 5 


‘* The Importance of Apostrophies ” 


Central Railway of Peru, 
Lima, Peru, South America. June 7 
To THE Epiror OF THE RAILWAY GAZETTE 
DEAR Sir,—I have read with interest the reference to a letter 
in The Railway Gazette, February 27, 1948, on page 243, and 
it is to be noted that in W. & A. K. Johnston’s book of “ The 
Scottish Clans and Their Tartans,” the Clan Macintosh is 
referred to as follows :— 
* Macintosh ” Page 54 | no “ 
“Macintosh of Macintosh” do. 
In the same book, however, under * 
and Surnames,” mention is made of * 
an-tdisich, the son of the Thane... 
Turning, however, to the * Clans, Septs, and Regiments of 
the Scottish Highlands,” by Frank Adam, F.R.G.S., F.S.A. 
(Scot.), it is to be noted that the Clan Macintosh is referred 
to as “ Macintosh, or Mackintosh ” (here again the small “k” 
is mentioned). 


K” men- 

tioned. 

Highland Personal Names 
‘Mackintosh . . . Mac- 


Very truly yours, 
J. L. MACINTYRE 


British Railways Catering 


10, Holyrood Place, 
The Hoe, Plymouth. June II 
To THE Epiror OF THE RAILWAY GAZETTE 

Sirn—Even if the facts contained in “Londoner’s Diary” 
(reproduced in “ The Scrap Heap” page of June 11) were not 
exaggerated they would have warranted careful investigation 
in 1938. At the present time, however, many of his thunder- 
bolts should be hurled at the Ministry of Food, not at British 
Railways. 

The standards set by the M.O.F. is the average meal procur- 


able at home, not necessarily when the weekly “joint” is 
served. Adequately to cater for both “dollar bringers” and 
bona fide travellers requires priority allocations. Perhaps 


* Londoner” can help to bring this about. 

I have admired the manner in which the catering departments 
of the railways have stood up to their many difficulties. They 
are to be congratulated on the service they give from their 
meagre “food and points” allocations. Perhaps the Railway 
Executive would welcome an opportunity to provide the 
“dollar bringers” with luxury food at luxury prices, but is 
that the object of restaurant cars? 

Lastly, it is obvious to any observer with catering experience 
that the “ service” is conducted strictly in accordance with the 
law. If every catering service was similarly conducted, the 
problem of the “ black market” would not exist. 

I have no connection with the Catering Department of 
British Railways. 

Yours truly, 
Cc. CLEMENT 
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The Scrap Heap 


BOUQUET FOR BRITISH RAILWAYS 


For the first time on any railway in this 
country I experienced, unsought, personal 
service during two journeys. First in 
Waverley in studying the departures 
board, and then twice in Newcastle at the 
barriers. In addition, I noticed that 
attendants on the trains were on hand to 
warn passengers of approaching halts, to 
help them off the train, and aid passengers 
to enter and find seats, These men, no 
doubt, will account for a considerable 
saving in waiting time at halts and, most 
of all, spell comfort for the passengers. 

It is a public duty to accord honour 
where honour is due and I take pleasure 
in doing so. If after only two or three 
months of public ownership we meet this 
sort of thing, no doubt we may anticipate 
better to come.—A correspondent in “ The 


Scotsman.” 
7: * 


100 YEARS AGO 


From THE RAILway TIMES, June 17, 1848 


Tue CuesterR aNpD HortyHeap RAILway 
SreaM-Packets.—We have received from a cor- 
respondent the following account of a trial trip of a 
new steam-vessel:—‘‘ The steam-ship Anglia, 700 
tons measurement, 350-horse power, built by Mare 
and Co., engines by Maudesley and Field, intended 
for the Holyhead station, to run between Holyhead 
and Kingstown, in conjunction with the Chester and 
Holyhead Railway trains, was tried on Wednesday 
between Gravesend and the Mouse Light, and per- 
formed as follows :—From Gravesend to the Mouse, 
with tide, 99 minutes—equal to 19.574 statute miles 
per hour. From the Mouse to Gravesend, against 
tide, 120 1-6th minutes, or 14°690 an hour. The 
time thus occupied from Gravesend to the Mouse 
and back was 210 1-6th minutes, or at the rate of 
16°978 an hour. At the measured nautical mile the 
distance was run by slack tide in 4 min. 11} sec., 
or at the rate of 16°489 per hour. Against tide, 4 
min. 39 sec., or at the rate of 14°863 per hour. 


* * * 


A Comprehensive Free Pass 








CALEDONIAN RAILWAY COMPANY. 
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Free Pass—Chud Class. 
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The BEARER, ao Servant of the Caledonian Railway 
Company, is hereby eutitiet to travel FREE 
Company's Business, along ny of the different Railways 
mentioned underneath, as authorised by the Siguatures 
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Until Gist DECEMBER, 1970. 


on 








” 
Gheoque $ NEM 210% 


Grout Central 


Caledonian [o-Mg 
arn ae ey eee £ 
he CLO 





7-7. 
Great Eastern{Z 


ae, ae 
G. North af Svotians Zé t Lit tt77 
Cah 
Highiand- CF fi. lore 
t 


> 9 90 
Rooypett) Gielike-| _ eee! re ae 


/ z ” 
WVorth British PZ AOL feta oe / | 


vile 


a fy f) i 
Vorth-Eusterni ZL: & GORE ASE LE A 
i 





A 
Paatt 








A Caledonian Railway wagon- 
searcher’s pass for the year 1910. 
The signatures recall several well- 
known personalities in the railway 
world of 40 years ago 
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THE COLOUR QUESTION 


They tell me that the 
British Railway Executive 
boys want me (and you, of 
course—no need to sulk) 
to choose what colour 
we'd like our trains to be 
painted. 

They are sending a posi- 
tive rainbow of what they 


call, in their whimsey, 
“mannequin locos,’ up 
and down the _ railway 


lines to give long, linger- 
ing sideways looks at us 
part owners. They are to 
be all dressed in the gayest 
spring tints, and all we 
have to do is to write in 
and say, “I lost my heart 
to No. 364552 between 
Rugby and Slough. She 
was the prettiest loco 
(2-4-4 class), with a most 
attractive long low whistle, © °° 
all painted in old gold and 
rose with ‘spilt milk ’ 
lines round her tender. Can I have all 
my chuffers this colour? ” 

Then they write back and say that 
wasn’t one of their locos at all, but prob- 
ably little Mrs. Bunnet in her new look, 
and the whole dreary thing has to start 
all over again. They also claim that the 
little pink train with yellow spots that runs 
along our bedrail every night at 12.30 isn’t 
one of theirs either-—From “ By the Way”’ 
in the “ Daily Express.” : , 

* * a 
FAMILY’S 113 YEARS OF RAILWAY OFFICE 
CLEANING 

Mrs. Rose Fanner and Mrs. Rosina 
Foster, cousins and sisters-in-law, who 
have served 58 and 21 years, respectively, 
as cleaners in the Solicitor’s Office, Great 
Western Railway (now Western Region), 
have just retired. Mrs. Fanner, who is 76, 
started work in 1890 as assistant to her 
mother, who was caretaker and cleaner in 
the Solicitor’s Office for 34 years before 
she retired in 1910; and Mrs. Foster, who 
is 68, became Mrs, Fanner’s assistant in 
1927. Both ladies are widows; their 
fathers were brothers and their mothers 
were sisters, and Mrs. Foster married Mrs. 
Fanner’s brother. One morning in 1941 
they arrived to find that a parachute mine 
had destroyed the Solicitor’s Office during 
the night, and Mrs, Fanner never again 
saw the desks she had dusted since she 
was a girl. 

* * 
BLUE ENGINE AT PADDINGTON 

It was a strange sight recently to see the 
“Cornish Riviera” pulled out of Pad- 
dington by King John painted in the new 
trial blue. A little crowd of enthusiasts 
was gathered at the platform end but one 
could not glean whether they were pleased 
or otherwise by this strange innovation 
which might herald the passing of an old 
tradition, 

For there is little doubt that one of the 
fairest spectacles in railway circles is that 
combination of green locomotive with its 
tapered boiler and copper-capped chimney 
followed by a train of chocolate and 
cream coaches. The Western Region 
comprises the pick of the English country- 
side and such a train finds its own worthy 
setting as it speeds to the distant sea. 

Now the first signs of impending 
changes become apparent and strange new 
creations of colour flaunt themselves 
across the land to gain the verdict of the 
British povulace, who have been told that 
the momentous decision of the future 
colours is in the hands of the new owners. 


Our little scheme for discouraging the spotters 


seems to be working to some extent, Venables 
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Perchance this question will arouse a new 
interest in our railway system, and what- 
ever the choice is to be we can but hope 
that we shall at least be allowed to see 
the new tints by virtue of efficient cleaning 
in the locomotive and carriage sheds. 
T. kL. W. 
* * * 
No More TO BE SAID 

Somebody has been suggesting that it 
should be made a punishable offence for 
people to put their feet on the seats of 
railway carriages, Certainly it is a dirty 
habit, although quite a few train travellers, 
chiefly the regulars, place a newspaper on 
the seat to prevent their shoes soiling the 
upholstery. 

A colleague culls an incident in which 
the offender did not put a newspaper 
under his shoes, and a lady in the com- 
partment, giving him a severe look, said 
sharply: —* Young man, do you do that 
sort of thing at home? ” 

* Yes.” he replied, “I do.” and there 
the matter ended—From “ An Editorial 
Diary” in “ The Glasgow Herald.” 

* * * 


WATERLOO STATION 
(1848-1948) 
Waterloo is a gracious lady, 
Poised, unhurried, sedate, serene; 
Sure of herself—on the great occasions 
Of all her sisters unchallenged queen. 


She knows the thrill of the stirring pageant, 

The martial mysic, the throbbing drum, 

The charm of colour, the rhythmic 
cadence, 

The magic murmur of “ here they come! ” 


See how she makes the strangers welcome: 
See how at once they feel at ease; 

Oh, not for nothing is this great station 
London’s gate to the seven seas! 


She shared the City’s tribulations, 
Carrying on, amidst blitz and bomb, 
Tested by fire and found not wanting, 
War but a task to be overcome. 


Week-ends find her in jovial humour, 

Laughter illumines the longest queue: 

Happiness reigns o'er the ordered con- 
course— 

Holidays start at Waterloo. 


History hides in her farthest corners, 
A century is but an evening gone. 
She counts not years by the 
moments, 
Time grows older, but she grows young. 
ARTHUR BERRIMAN 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


AUSTRALIA 


Average Life of Wooden Sleepers 


Long-term tests and records to com- 
pare the average lives of various sleeper 
timbers have been made on the section 
of the Trans-Australian Railway in 
Western Australia. The following are the 
results obtained : — 


Sleepers of-— Average life in years 
Jarrah ‘ pa me 23-27 
Karri aie dua 24-85 
Stringy bark | tte iis 12-59 


It is a significant fact that, due to labour 
difficulties, only about 7,700 sleepers were 
renewed on this section during the finan- 
cial year 1946-47. 


Steel Tubes in Boilers 


In the course of a heavy programme of 
locomotive repairs on the Trans-Australian 
Railway during the year ended June 30, 
1947, i was “evident that steel firebox 
tube-plates and tubes were proving emin- 
ently satisfactory. It is probable, there- 
fore, that when existing stocks of non- 
ferrous plates and tubes have been used 
up, steel will replace them entirely for all 
purposes in boiler construction. 


Oil Fuel and Diesel Locomotives 

Though the locomotive on the Trans- 
Australian Railway which is experimentally 
equipped for oil-fuel burning has worked 
quite satisfactorily, the high cost of that 
fuel ruled out its use except when acute 
shortage of coal made this necessary. The 
high capital cost of diesel-electric locomo- 
tives—so suitable for the Trans-Australian 
route—prohibits their purchase at present, 
but investigations into the subject are con- 
tinuing. 


CHINA 
Chengtu-Chungking Railway 

It is reported that two-thirds of the 
330-mile railway from Chengtu to Chung- 
king is now in working order, Construc- 
tion was begun before the war, but had 
to be suspended because of inability to 
import materials. It was resumed in the 
winter of 1946, and so far the engineers 
have built 14 tunnels, 640 bridges, and 
1,200 culverts. A further 13 tunnels are 
in course of construction. Given sufficient 
materials and a stable political situation, 
it is considered that it should be possible 
to speed up construction of the railway so 
that the whole line is completed by the 
end of 1949, 


INDIA & PAKISTAN 


Surplus Staff in Pakistan 

While answering questions in the Paki- 
stan Constituent Assembly, the Communi- 
cations Minister, Sardar Abdur Rab 
Nishtar, disclosed that about 99,800 em- 
ployees working on the portions of the 
North-Western and Bengal-Assam rail 
ways, now in Pakistan, opted for Pakistan; 
and 72,500 railway employees from Indian 
Government Railways joined the Pakistan 
railways after opting for Pakistan, making 
a total of 172,300. A total of 3.890 went 
back to India, revising their earlier option 
a, “Pakistan provisional ” to “ India 

nal.” 

The Migister said that, owing to exer: 
cise of the » option, a surplus of employees 
confronted the railways, making it essen- 
tial to retrench staff who could not be 


absorbed in alternative categories. Up to 
March 31, 3,273 were retrenched and 1,756 
absorbed in categories in which there were 
shortages. The number of surplus em- 
ployees still to be retrenched or absorbed 
in alternative categories was approximately 
19,700. 

The Minister added that necessary steps 
had been taken already for absorption of 
the maximum of surplus staff, i.e., training 
of survlus staff for employment in other 
categories in which there is a shortage; and 
introduction of double-shift working in 
workshops (depending on availability of 
materials). 


Madras—Bombay Mail Attacked 

The Madras—Bombay Mail, which left 
Madras on the night of May 21, was 
attacked at Ghangapur Station. on the 
following day, in the territory of the 
Nizam of Hyderabad. [See also our May 
28 issue.—Epb. R.G.] Nine passengers were 
injured, and 22 others, including 8 women 
and 2 children, were revorted to be miss- 
ing after the attack. 

Through train services on this line 
were suspended for a few days until 
arrangements for the provision of mili- 
tary escorts to trains passing through 
Hyderabad State could be completed. 
These escorts will be provided first by the 
Indian Army, and later replaced by the 
Nizam’s forces. 


RHODESIA 


Pig-Iron Production 


The first output of pig iron in Southern 
Rhodesia was produced on April 10, when 
the Prime Minister of the Colony officially 
opened a newly-erected blast furnace at 
Que Que. A yield of 40,000 tons of pig 
iron during the next twelve months is 
confidently expected. 


Working Results 

Total earnings of the railways during 
the ten months ended January 31, 1948, 
amounted to £7,163,489—an increase of 
£855,763 compared with the ten months 
ended January 31, 1947. This increase 
was more than offset, however, by 
increases in Operating expenditure, so that 
the net operating revenue of £1,711,294 
was actually £114,213 less than that for 
the previous comparative period. 

Gross ton-miles, 389,687,000, and net 
ton-miles, 179,438,000, during the month 
of January, 1948, were the highest since 
October, 1944. 


Running Staff Shortage 


It is intended to make every possible 
effort to recruit immediately 30 passed 
firemen in Great Britain, to reach 
Rhodesia—it is hoped—within the course 
of the next two or three months. A 
recruiting campaign has been planned also 
to secure from Great Britain a flow of suit- 
able men for training as shunting firemen 
and guards, together with an adequate 
number of experienced traffic clerks and 
shunters. 


Mechanical Workshops Output 
The Rhodesia Railways Bulletin reports 
that, as a result of “ planning. organisation 
and scheduling on the one hand; and will- 
ing acceptance of new methods and ideas, 
and application of them through keen work 
by all concerned,” substantial increases 
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have been achieved in Rhodesia work- 
shops output. 

In general, locomotive repairs output 
has increased 22 per cent., while repair 
days decreased by 29 per cent.; locomotive 
wheel jobs output increased by 69 per 
cent., and repair days decreased by 42 per 
cent. The output of coaching and wagon 
repairs has increased by 25 per cent. and 
59 per cent. respectively, with simul- 
taneous decreases in repair days. 


SOUTH AFRICA 
Financial Position 

In February, 1948, the operation of the 
railway. harbour, steamship, airways, and 
aerodrome services resulted in a loss of 
£116,585. Revenue totalled £6,940,063, and 
expenditure, exciuding net revenue appro- 
priations, amounted to £6,989,298. The 
accumulated deficit for the period April, 
1947, to February, 1948, was £218,966. 
For the month of February, 1948, the rail- 
ways showed a deficit of £469,182; har- 
bours a surplus of £126,154; steamships a 
surplus of £726; airways a surplus of 
£294,238: and aerodromes a deficit of 
£1,171. 

Staff Recruitment 

Senior staff officers recently have toured 
all the systems in order to make known 
the staff requirements of the railways. As 
a result of these efforts, 7,066 new en- 
trants to the service were taken on between 
December 1 and March 31. These in- 
cluded 3,425 trainees, 2,476 railworkers, 
and 1,165 artisans, women trainees, 
clerks. and apprentices. In 1947, 14,000 
appointments were made. As present 7,233 
trainees are undergoing the necessary 
training to enable them to fill graded posi- 
tions, and 3,532 apprentices are serving 
their indentures. There are 17,943 rail- 
workers in the service, many of whom are 
eligible for appointment to the position 
of trainee and other graded posts. 

Training of staff is proceeding at a good 
rate at both Esselen Park and Kroonstad. 
During the current year it is expected that 
2,522 persons will be trained at the railway 
training colleges. In addition, 1,079 mem- 
bers of the staff are receiving instruction 
through the medium of full-time and part- 
time classes on their respective systems. 


CANADA 


Peace River Communications 


The Government has again been urged 
to build the long-sought railway to link the 
Peace River district of Northern Alberta 
and British Columbia with the Pacific 
Coast. It has been recalled that Mr. 
Mackenzie King, when Prime Minister, 
first promised to undertake construction 
in 1925. : 

In reply, the Hon. Lionel Chevrier, 
Minister of Transport, said the Government 
had not lost interest in the Peace River, but 
he could give no undertaking without first 
consulting the Cabinet.. The British 
Columbia Government was making a sur- 
vey of the potentialities of the region. 
When its report was received, it would be 
given careful consideration. The railway 
companies did not feel they should build 
a line into a new area until sufficient traffic 
and revenue were assured. 

Another speaker said the Peace River 
country had a population of 100,000. These 
people, because they had only one line 
coming up from Edmonton and no outlet 
to the Pacific, had to carry a freight and 
transport burden beyond all reason. The 
railways apparently had lost their pioneer- 
ing spirit. Railway lines must precede the 
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development of a district like the Peace 
River, not follow it. An outlet to the 
Pacific would take less than 500 miles of 
new construction, and cut off 500 miles of 
transport for the producers. Proposals 
which have been made to extend the Pacific 
Great Eastern Railway into the Peace 
River District were reported in The Rail- 
way Gazette of April 26, 1946, April 18, 
1947; and October 24, 1947. 


UNITED STATES 


New B. & O. Coal and Ore Piers 

On April 28 a new $44 million dock 
scheme, undertaken by the Baltimore & 
Ohio, was formally opened at Lorain, 
Ohio. It consists essentially of two piers, 
each about 1,000 ft. long, one for handling 
coal and the other ore. The coaling pier 
is equipped with a new type of coal 
dumper capable of discharging a 70-ton 
coal car in one minute. There are three 
ore-unloading machines on the other pier, 
and the adjacent yard sidings hold as 
many as 4,000 wagons. Lorain is about 
30 miles west of Cleveland, and is situated 
- the south, or American, shore of Lake 
rie. 


Santa Fe Transcontinental Timetable 
_A new timetable of transcontinental ser- 
vices issued by the Santa Fe gives par- 
ticulars of railway summits, river cross- 
ings, mileage, tunnels, and other topo- 
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graphical details, together with notes on 
where to reset watches in accordance with 
changes in the local time. The eastbound 
and westbound schedules are printed on 
opposite pages, so that all tables read 
from top to bottom. 


SWITZERLAND 
Jura Railway Service Withdrawn 


Passenger services on the 27:9-mile stan- 
dard-gauge steam-operated line between 
Glovelier and Saignelégier, in North-West 
Switzerland, have been discontinued as 
from May 9. and replaced by a _ bus 
service. The road distance between the 
places named is 12°6 miles. 

The line belongs to the Compagnie du 
Chemin de Fer du Jura, which is respon- 
sible also for the road services. Livestock 
and goods, however, will continue to be 
conveyed by rail between the ten stations 
on the line. This has a very unfavourable 
alignment, with severe gradients and sharp 
curves. 

Trains have to be reversed at Combe 
Tabeillon Station, 62 miles south of 
Glovelier, where there is a connection 
with the Federal Railways Bienne—Delé- 
mont—Delle (French frontier) line. Saig- 
nelégier is also the terminus of the metre- 
gauge steam-worked line from La Chaux- 
de-Fonds, owned and operated by the same 
company. 
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There has been widespread discontent 
with the cancellation of the passenger ser- 
vices, and some 300 representatives of the 
communities concerned have formed 
“action committees” to bring pressure to 
bear on the railway company for a resunp- 
tion of passenger traffic. 


EIRE 


Poll of Suburban Opinion 


Earlier this year the Irish Transport 
Company (C.I.E.) conducted a census of 
opinion regarding train times among pas- 
sengers travelling on morning business 
services to Amiens Street and Harcourt 
Street, Dublin, Travellers were handed a 
questionnaire on which they were asked to 
indicate the stations between which they 
travelled, their class of ticket, and the 
times at which they wished their trains to 
arrive and depart each weekday. 

It was intended to make use of the 
views thus expressed in compiling 
the summer suburban timetable for 
this year, but it was found that 
the arrivals and departures asked for 
coincided so closely with existing time- 
tables that only one or two minor altera- 
tions were necessary. Furthermore, as 50 
per cent. of the passengers who received 
the forms did not cast their votes, it was a 
fair assumption that they were satisfied 
already with the terminal timings and 
desired no change. 








Publications Received 


Palestine Railways Diary, 1948. Pub- 
lished for the General Manager, Palestine 
Railways, by the Advertising Contractor to 
the Palestine Railways. 9} in. x 63 in. 
157 pp.  Illustrated——We have received 
from the General Manager of the Pales- 
tine Railways, Mr. A. F. Kirby, a new 
diary issued by the administration which 
is aimed at providing a source of refer- 
ence to the information required by the 
business community of the country as well 
as being useful for ordinary diary notes 
and memoranda. A map of the railways 
and a historical and topographical sketch 
of the system are given in the opening 
pages, together with a review of some 
financial and economic aspects of recent 
years. Every month is preceded by a full- 
page illustration showing scenes on the 
railways and views of their installations. 
The railway section includes notes on the 
charging of goods traffic and private sid- 
ing facilities. while corresponding infor- 
mation useful to traders is given under the 
heading of “ Ports.” 

Some 40 pages of general information 
include lists of rail and road distances. 
shipping facilities, legislative matters, and 
details of Palestinian securities. It is 
stated in a foreword that it is the aim of 
the Palestine Railways Diary to expand 
the general information section in later 
editions, and suggestions leading to further 
improvement in the usefulness of the book 
will be welcomed. 


A Proposal for a Draft Code of Practice 
for Pre-Stressed Reinforced Concrete. A 
32-page pamphlet written and published by 
Kurt Billig, A.M.ILC.E.. 167. Victoria 
Street, London, S.W.1. Paper cover, 8} in. 
x 54 in. No price mentioned.—The need 
for a code of practice to cover the pro- 
duction of all types of pre-stressed R.C. 
units was felt frequently by the author 
when he was acting as Consultant to the 
Ministry of Works, and when lecturing at 
Victoria University, Manchester, on the 


subject. The suggestions he now makes 
are intended only as a basis for discussion 
and are the results of Mr. Billig’s research 
work. The pamphlet is divided into two 
parts, one headed “General” and the 
other “ Design.” The former deals with 
the scope of the proposed code, the prin- 
ciples of pre-stressing, the responsibilities 
of the designer, definitions, specifications, 
materials, and the practical details of the 
process. “Design” includes the theory 
and practice covering loading, stresses, dis- 
tortion, and factors of safety, so that the 
whole subject is well covered from all 
points of view. 


Travel in France.—Under the title 
“ Travel in France,” the French National 
Railways have issued an attractive booklet 
in English, illustrated with numerous 
coloured pictures and maps to aid tourists 
in their choice of rail and road transport 
for their holidays in that country. From 
Paris, described as “the railway turntable 
of France and Europe,” lines radiate in all 
directions to Normandy, Brittany, the 
Pyrenees, the Riviera, the Jura, the Vosges, 
and Alsace-Lorraine as shown in a map, 
while a diagram indicates the situation of 
the corresponding Paris terminals. 
Detailed information is given concerning 
tickets, sleeping and dining cars, train 
services. and motorcoaches. There are 
special maps and attractive pictures of all 
the holiday regions. 


La Machine Locomotive: Manuel Pra- 
tique (The Locomotive: A _ Practical 
Manual). By Edouard Sauvage and André 
Chapelon. 10th Edition. Paris: Libraire 
Polytechnique Ch. Béranger, 15, Rue des 
Saints-Péres. 7} in x 54 in. 667 pp. 
Illustrated. Price fr. 950.—One of the 
many reasons for the continued popularity 
of this book, now appearing in the tenth 
edition since first publication in 1894, is 
to be found on nage 606. where reflections 
on the art of driving locomotives appear. 
Regarding the understanding and control 
of a steam locomotive as an art, the 


authors bring something more to their 
subject than theoretical knowledge, and 
impart something more than information. 
After reading and absorbing their work 
no railway worker whose duties bring him 
into practical contact with locomotives can 
fail to acquire, not only a greater under- 
standing of the principles of the machine 
on which he is working, but also skill and 
care in handling it. The mechanism of 
the railway engine is explained in detail 
with the aid of 521 pictures and dia- 
grams, which also illustrate types of loco- 
motives. The authors wisely confine them- 
selves to steam, devoting only two pages 
to its competitors, and concluding that. in 
spite of diesel and electric traction de- 
velopments, the steam engine continues to 
be the object of serious study and improve- 
ment, accounting for more than 80 per 
cent. of world rail traffic. 


B.S.A. No. 48 Single-Spindle Automatic 
Screw Machine. This is the kind of cata- 
logue which, to an engineer, is as good 
as, or perhaps better than, actual inspec- 
tion of the machine it describes. It first 
sets forth the special features and advan- 
tages of this single-spindle automatic screw 
machine (an improved model of the 
B.S.A. 3-in. machine), which include a 
wide range of work speeds from 200 
r.p.m. to 6,000 r.p.m., and automatic speed 
changes, permitting one automatic speed 
forward and one reverse or. alternatively, 
two speeds in one direction. With these 
advantages, and a_ self-contained motor 
drive which makes of the machine an in- 
dependent unit, the equipment is claimed 
to provide the most efficient means for 
machining components un to 4-in. dia. 
in large and medium batches at high rates 
of production and with consistent, accu- 
racy. A full, illustrated description of 
other features follows. With the aid of 
particulars of performance with various 
metals and a remarkably comprehensive 
specification, the potential buyer thus 1s 
equipped with all the necessary informa- 
tion on which to base his judgment. 
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THE RAILWAY GAZETTE 


Chicago-Kansas City Realignment, C.R.I. & P.R. 


Operating and maintenance costs have been cut substantially 
by realignments reducing main-line grades from | in 67 to 
1 in 200, curves from 22 to 87 ch., and length by 12 per cent. 


BEFORE 1940, the Chicago, Rock 

Island & Pacific Railway main line 
between Chicago and Kansas City was 
handicapped in its traffic operation by a 
series of five bottle-necks, where the ruling 
gradients were as steep as | in 67 and the 
curves as sharp as 22-ch. rad. Both freight 
loads and passenger speeds were, there- 
fore, seriously limited, and the company 
decided that these bottle-necks must be 
eliminated as quickly as possible by re- 
aligning and regrading. 

Surveys showed that by constructing five 
new chord lines 87°6 miles in aggregate 
length—mainly on land to be newly 
acquired—a ruling grade throughout of 1 
in 200 could be secured, and curves could 
be of 87-ch. rad. and easier, Moreover, as 
these five chord lines replaced 99:8 miles 
of the old alignment, the through distance 
could be shortened by 12:2 miles. Further 
advantages accruing were reductions in 
total rise and fall of 1,022 ft., and in total 
curvature of 2,900 deg. 

The effect of all these improvements is 
shown by the fact that they enable one 
Class “5,000” steam freight locomotive to 

haul 5,000-ton trains throughout, whereas 
its loading was previously limited to 2.300 
tons. Similarly, diesel-hauled freight 
trains are now limited in tonnage only by 
the lengths of the passing loops, some of 
which will take only 125 freight cars. The 
streamline passenger trains can now run at 
speeds of up to 100 m.p.h. throughout the 
whole section, and the running time from 
Kansas City to Chicago has been reduced 
by 1} hr. Operating and maintenance costs 


The other four have since been opened 
from time to time, ending with the Ains- 
worth—Brighton section in August, 1947. 
The permanent way work has been car- 
ried out by the company’s staff, under the 
direction of Mr. F. W. Thompson, Chief 
Engineer, but all the other construction 
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on short hauls carrying scrapers had to be 
used in an unusual way, Instead of ex- 
cavating from the top in horizontal layers, 
it was necessary to start at the forward 
face of the cut and work downwards at an 
angle of about 30 deg. with the horizontal 
right through the soft layer and complete 
the cut in the dry soil below it. 

Despite these hindrances progress was 
rapid, as, for instance, on occasions when 
on an 800-fit. haul. 143 18-cu. yd. scraper 
loads were moved in 2 hr.; and when 
10,000 cu. yd. of excavation were moved 
over a similar haul in 9 hr. Work on 
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Cross-section of the Ainsworth-Brighton realignment 


work has been done by contract. As 
typical of the five sections, the following 
are a few details of work carried out be- 
tween Ainsworth and Brighton on the final 
17:2-mile chord line. 

Because of the undulating country 
traversed and the flat grades and easy 
curves used, the volume of earthwork 
handled averaged some 100.000 cu. yd. per 
mile. The absence of rock, however, en- 
abled mass methods of earth moving to be 
used, Embankments were thrown up in 
8-in. layers, each of which was consoli- 
dated, in some cases by sheepsfoot rollers, 
but more often only by the heavy earth- 
handling plant. Their formation width is 
24 ft., the line being single throughout; 
side slopes are mostly 14 to 1 with rein- 
forcing beams in some places, but where 


this section necessitated the use of the fol- 
lowing plant:— 
| 750-cu. yd.-per-hr. power loader 
| l4-yd. and | 24-yd. dragline 
28 crawler-type tractors 7 
18 scrapers of from 12- to 30-yd. capacity 
16 dump trucks 
6 motor graders 
5 sheepsfoot rollers, and 
26 miscellaneous lorries and other vehicles. 


Bridgework and Trackwork 

Nine major bridges were built between 
Ainsworth and Brighton, five of them 
over streams. The largest is at Skunk 
River and consists of four 100-ft. and six 
70-ft. deck-girder spans. There are also 
five overbridges, one carrying the Minnea- 
polis to St. Louis Railroad over the new 
line, and the other four by-roads. 

The finished roadbed and track can be 
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Vew alignments on the Chicago-Kansas City line 


will be reduced appreciably on account 
of the reduced mileage, curvature, grades, 
rise and fall, and the elimination of either 
double-heading or train splitting. 


Construction Programme and Works 
Involved 


We are indebted to our American con- 
temporary, Engineering News-Record, for 
the following details of the work and the 
diagrams reproduced. 

The first of the five new chord lines was 
completed and opened for traffic in 1942. 


IMPROVED CONNECTIONS FROM THE NORTH 
EAST TO THE WEST.—With the introduction 
of the summer train service on May 31, 
the 10.5 a.m., York to Leeds City, was ex- 
tended to Stockport, calling at Hudders 
field and arriving at Stockport at 12.11 
p.m. This gives a connection into the 


the soil is less stable 2 to | slopes have 
been used. 

There were, however, two handicaps 
affecting the work on the Ainsworth— 
Brighton section which were peculiar to it. 
An almost unheard-of rainfall for that part 
of Iowa caused a loss of no fewer than 
53 working days. Also, it was found that 
in all cuttings there was a layer of satu- 
rated soil from 2 ft. to 8 ft. thick be- 
neath a 2-ft. to 5-ft. layer of good ton soil. 
The wet layer was removed by dragline 
excavator where the hauls were long, and 


12.29 p.m., Stockport to Pontypool Road, 
which calls at Crewe, Whitchurch, Shrews- 
bury, and Hereford, and in its turn pro- 
vides connections to numerous points in 
Wales. Passengers from Newcastle, Dur- 
ham. Middlesbrough, Darlington, Sunder- 
land. West Hartlepool, Stockton, Whitby, 


seen in the cross-section reproduced. Rail- 
laying was done by locomotive crane, 
112-lb. rails being used on the sections 
undertaken prior to January 1, 1946, and 
131-lb. sections subsequently. Up to two 
miles of rails were laid in a day. Ballast 
was dumped from hopper trucks between 
the rails and spread evenly between the 
sleepers with the aid of sleepers which 
slid along the rails in front of the wheels 
of the hopper trucks. Petrol-powered 
jacking and packing followed to complete 
the track-work. 


Scarborough, Harrogate, Leeds, Bridling- 
ton, Hull, and Selby are able by connect- 
ing trains to take advantage of the new 
service, which provides much better con- 
nections and quicker transport to Chester 
and North Wales. as well as to resorts and 
towns further to the south and west. 
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Rheostatic and Regenerative Braking—2* 
Train equipments for three-phase and single-phase systems 
By B. J. Prigmore, M.A., A.M.LE.E. 


REGENERATIVE braking is obtained 

most easily on locomotives fitted with 
constant-speed motors. On descending 
gradients the train attempts to run at 
above the natural speed of the motors, the 





will then generally excite as d.c. series 
dynamos. More usually, to ensure excita- 
tion, they are excited separately from an 
auxiliary d.c. generator. In each case the 
energy converted by the motors acting as 
dynamos is dissipated in rheostats. 

For regenerative braking, as on the 
1CC1 freight locomotives of the Swiss 
Federal Railways, shown in simplified 
form in Fig. 1, the fields of the four 
motors are excited in series across a por- 
tion of the main transformer secondary 
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Fig. 1—Transformer excitation for single-phase a.c. 


regenerator 


motors exert braking effort, and energy is 
returned to the line. This form of braking 
is best demonstrated on the three-phase 
a.c. induction-motor locomotives as used 
on certain railways in Northern Italy. 
These are fitted for cascade control; with 
the motors in cascade, the synchronous 
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speed of the combination is half that of 
each motor when connected directly to the 
supply. 

It is possible to decelerate a train with 
this form of control by connecting the 
motors in cascade (with rotor resistance 
in circuit to limit the current flow); hence, 
eventually, to halve the sneed. During the 
deceleration, the current flow being limited 
by the resistances in the rotor circuit of 
the secondary motor, some power is being 
wasted rather than returned to the line, so, 
except at speeds little above either of the 
synchronous speeds, this form of regenera- 
tion is relatively inefficient. However, for 
holding trains at constant speed on 
gradients, this form of installation has the 
great advantage of simplicity. 


Single-Phase Equipment 
On single-phase a.c. locomotives, which, 
in general, are equipped with series motors, 
rheostatic braking is obtained easily by 
connecting the motors to theostats; they 





ao 1 of this article appeared in our April 23 
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power factors of about 0-7 to be obtained 
for both the motors (as dynamos) and the 
line during regeneration. The chief weak- 
ness of this scheme is the low power fact: rr. 
Referring to the vector diagram, Fig. 2 
the field current Jf lags 90° on the secon- 
dary voltage V (assuming the field circuit 
to be wholly reactive); hence the field fiux 
cd also lags V by 90°. But the rotational 
e.m.f. of the motor (acting as a dynamo), 
E/2, is in phase with the flux @ which 
produces it. The resultant of the two 
e.m.f.s E and V acting on the armature 
circuit forces current through the reactor 
X such that 1X equals the vector sum of 
Eand V. The current J which flows, since 
its circuit is largely reactive, lags 1X by 
90°. It is thus seen to be at 6, to E, with 
which it has an in-phase component, the 
source of E being a dynamo; and at 6, 
to V, with which it has an anti-phase 
component, since the source of V, the 
transformer, is receiving power. 


Quadrature Excitation 


A scheme of connections which supplies 
a field flux & in phase with the transformer 
voltage V enables the compensated arma- 
tures to be connected directly to the line 
(the reactors being omitted); and gives 
high power-factor regeneration. A resis- 
tive-inductive shunt across part of the 
transformer winding is tavped at its mid- 
point, as is also the shunted part of the 
transformer winding. The circuit is shown 
in Fig. 3, with its vector diagram in Fig. 4. 











































en nee Assuming that the tapped voltage Vy is 
unaffected by the field current Jf, then 
Ir lags Vz by 90°; but Vy leads V by 
90°, hence Jf, and also ¢, are in phase 
with e; This results in the rotational 
e.m.f., E, of the armature being in phase 
with V, and since the compensated-arma- 
ture circuit has small reactance, the dif- 
ference between V and E is equal to the 
regenerated current J times the circuit re- 
Vp ax REACTOR 
TRANSFORMER Ve > 
TAPPED $ 
SECONDARY sr if g ; 
VOLTAGE < e 
Vv | Is 
I 
R 
Fig. 3—Quadrature excitation for single-phase a.c. series motor 
regeneration 
winding. Regeneration is controlled by sistance R, all three being in phase. 


alteration of the main transformer tap- 
ping. The armatures, in series pairs, feed 
regenerated power to the line through 
large reactors, which both limit the cur- 
rent and (as will be seen from the vector 
diagram) enable approximately equal 





Fig. 4—-Vector diagram for Fig. 3 
(I; assumed small compared with I,) 





Whilst here the ideal case has been shown, 
it will be seen readily that large currents 
at high power factor can be fed to the line. 

The requisite leading voltage to supply 
the fields can be obtained also from 
auxiliary synchronous machinery on the 
locomotive, but this introduces a mechani- 
cal link of doubtful behaviour on voltage 
surges. 


(To be continued) 








RAILCARS FOR SWISS RACK RAILWAY.— 
The S.L.M. and Brown Boveri companies 
have supplied three improved railcars to 
the Wengernalp Railway, enabling journey 
times to be improved by up to 27 min. 
The cars operate at 1,500-V d.c., and are 
equipped with four 150-h.p. motors. 
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Removal of Metadyne Equipments for Servicing 


London Transport lifting apparatus for use under vehicles in pits 





ee ets | 


End pieces and cross beam assembled, showing ihe form in which the 
device is used in the pit 


T HE Metadyne machine, which is part 
of the equipment of certain motor 
coaches of the 1938 surface stock of the 
London Transport Executive, is carried 
under the car approximately midway 
between the two bogies. The weight of 
the machine is 3°65 tons, and its removal 
from the car for maintenance purposes 
presented a problem. It was, therefore, 
necessary to devise an apparatus which 
would be capable of raising and lowering 
the machine and, at the same time, would 
retain a measure of mobility even when 
operating in the restricted area of an 
inspection pit. 
A portable elevator has been designed 





Metadyne machine supported by packing pieces on 
cross beam and ready for car io be rolled away 


for this purpose. It consists of a cross 
beam and two end supports, each end sup- 
port being mounted on four plain wheels 
and housing a pair of vertical lead screws. 
These, when operated by a ratchet lever, 
raise or lower the cross beam. Two pack- 
ing blocks are carried in permanent posi- 
tions on the cross beam to support the 
Metadyne machine when detached from 
the car. In order to distribute the weight 
of the machine correctly, each pair of 
screws can be operated independently. 
To remove the Metadyne from under 
the car, the two end supports of the 
elevator are lowered by a crane into the 
pit on which the car is standing. These 
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are followed by the cross beam, which is 
placed in position on the supports, and 
the elevator is pushed along the pit to 
the working site immediately under the 
Metadyne machine. 

With the elevator in position, two men 

-one at each end—operate the lead 
screws, raising the cross beam until the 
weight is taken evenly by the packing 
blocks. The machine is then discon- 
nected from the motor coach and lowered 
11 in, to permit its fixing brackets sliding 
clear of their mating brackets on the car. 


Withdrawal of Machine from Car 

The car now has to be moved away. 
It cannot, however, be rolled away nor- 
mally owing to the restriction imposed by 
the depth of the pit preventing the Meta- 
dyne from being lowered clear of the car 
equipment. One end of the car, therefore, 
is lifted off the bogie by the overhead 
crane and raised a distance sufficient for 
all equipment to clear the machine. The 
car is then rolled away on the other bogie, 
and, when clear, the Metadyne machine 
is lifted off the elevator and a replacement 
machine put on. 

The car is returned to its former posi- 
tion and the new Metadyne machine is 
raised into place and the connections 
re-made. The elevator is then lowered a 
little to clear the machine and removed 
from the pit in three sections. 


ELECTRIFICATION IN AUSTRIA.—Work is 
in hand on electrifying the section of the 
main line from Buchs to Vienna between 
Attnang Putchheim and Linz (34 miles); 
and the 224-mile section from Spittal- 
Millstattersee to Villach of the Tauern 
Tunnel connecting the Buchs-Vienna line 
with the Italian and Jugoslav frontiers. 
According to the plans reported (with 
map) in our April 25, 1947, issue, the 
Linz-Vienna section is included with the 
lines mentioned already in the work to 
be completed by 1949. Electrification will 
then be continuous from the Swiss frontier 
to Vienna. 





Replacement machine loaded on elevator, which will 
be rolled under the car in background for installation 
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THE RAILWAY GAZETTE 


Reclaiming Vacuum Brake Cylinders 


Rhodesia Railways has reclaimed a considerable number of vacuum brake 
cylinders by bronze-welding prefabricated mild-steel pads and trunnions 


REPAIRS to vacuum brake cylinders 
taken from Rhodesia Railways 
wagons previously have been carried out 
by the rather laborious method of stud- 
ding bronze pads over the broken portion. 
This necessitated a considerable amount 
of work, which included casting bronze 
pads, milling, turning and drilling, marking 

off, tapping holes and fitting the pad. 
A typical example of a damaged vacuum 
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Prefabricated pad and trunnion 


brake cylinder removed from a railway 
wagon is illustrated; the cylinder is made 
of cast iron, 21 in. internal dia., 15 in. 
deep, and has a wall thickness of approxi- 
mately 4 in. stepped out to } in. at the 
bottom. The bottom is convexed on the 





Damaged vacuum brake cylinder 


inside with a 1{ in. dia. hole in the centre. 
In breaking, the trunnion pulls away a 
portion of the wall, leaving an irregular- 
shaped hole and often one or more cracks 
running with the length of the cylinder, 
usually 2 in. to 3 in. long. 

Due to the grave shortage of cylinders 
through damage, and the difficulty of 
obtaining replacements, delay was likely to 
occur in returning to service the much- 
needed rolling stock, so it was decided to 


investigate whether bronze-welding of pre- 
fabricated mild-steel pads and trunnions 
would offer a more economical method of 
reclaiming vacuum cylinders. 

Bronze-welding of a mild-steel pad and 
trunnion to a cast-iron cylinder did not 
present any great difficulty, but, to do so 
without distorting the cylinder was prob- 
lematical. These cylinders had no margin 
for subsequent machining to bring them 
back to a concentric shape. To be effec- 
tive, the cylinder had to be air tight and 
have an inside surface that would enable 
a vacuum to be maintained. Also, it was 
essential that the junction between the pad 
and the cylinder was at least as strong as 
the original cast iron, to enable it to with- 
stand the requirements of railway service. 

A suitable cylinder was prepared for 
bronze welding, the damaged area ground 
clean, the cracks gauged out with an 
emery wheel and the hole in the wall 
enlarged to give clearance to the welding 
on the bottom of the pad. The prefabri- 
cated pad and trunnion was ground on the 
concave side and bronze surfaced, and 
care was taken to see that a_ thin, smooth 
layer of bronze was applied. 

After marking-off, to give correct posi- 
tion for the pad, the cylinder was sand 
blasted on the area already ground; this 
was to remove the graphite smear left by 
grinding and to ensure a good bond 
between the bronze and the cast iron. 

The job now was ready for preheating 
and it was decided to use an oil-burning 
torch for this operation. A_ possible 
source of trouble would be a too rapid 
heating of the bottom of the cylinder in 
relation to the heating of the barrel; to 
overcome this, a baffle plate was made, 
fitted with distance pieces to give it 
clearance from the bottom and sides. 

The cylinder was positioned and the 
baffle plate inserted, the oil-burning torch 
played on to this baffle plate and the 
flames spread around the inside of the 


~— 


cylinder. A good indicat:on of the effec- 
tiveness of the baffle plate was observed in 
the sand-blasted area by the gradual 
approach of the heat colours towards the 
bottom end of the cylinder. 

When the blue-black colour’ was 
observed to cover all the sand-blasted 
area, an oxy-acetylene torch was played 
on this part, raising the colour to a dull 
red, and bronze surfacing was carried out. 
The torch had a large-size nozzle fitted 


Pre-heating with an oil burning torch 
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and adjusted to give a large and compara- 
tively soft flame. During this the oil-burp- 
ing torch was kept playing on the job. 

Bronze surfacing of cast iron often can 
be refractory, and to overcome this. the 
welder required the assistance of a helper 
using a tinning iron; this consisted of a 
piece of 4 round mild-steel with a pad 
1 in. X 1 in. x } in. welded on the end, 
This was applied to the bronze with a 
brisk rubbing motion, the welder keeping 
the bronze molten. Flux also was applied 
with the iron, and the method described 
was found to be very effective. 

When the bronze surfacing of the cast 
iron had been completed, the pad and 
trunnion was placed in position and weld- 
ing commenced. By using a large flame 
as described previously, a good sweating 
effect was obtained, the bronze filler rod 
applied flowed well into the job, and 
assured a good bonding area between the 
cast iron and the pad. 

After completion of the weld, the oil- 
burning torch was kept on to equalise the 
heat in the cylinder. After the post- 
heating was completed, the job was 
covered with asbestos blankets and then 
allowed to cool slowly. 

When the cylinder had completely 
cooled, it was examined and found to be 
sound and free from cracks, though dis- 
tortion had taken place to the extent of 
é in. oval. (See section of vacuum 
cylinder illustrated on the next page). 

This first cylinder, of course, was experi- 
mental and the results had to be analysed 
accordingly. The prefabricated pad and 
trunnion had a square plate, which was 
so made to facilitate production, in view 
of the large number of cylinders for 
repair. It was felt that this shape had had 
a detrimental effect by the line of weld 
being parallel with the rim of the cylinder 
and contractional stress set up, thus pulling 
direct on to the edge; if a rounded plate 
had been used, the stresses would have 
radiated over a greater area, 

Another point raised was the tendency 
to make a convex fillet around the edge of 
the pad, this was also helping to produce 
distortion and the small amount of added 
strength did not warrant it. The ideal was 





a good bond between the pad and the 
cylinder, with as little as possible bronze 
outside. 

Both of these points were incorporated 
in the second cylinder and a_ noticeable 
improvement resulted, the distortion being 
reduced to gy in. A third cylinder was 
treated in a similar way, except that less 
pre-heat and post-heat were used; this one 
proved to be inferior to the second 
cylinder, but better than the first. 
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Section of vacuum brake cylinder 


This indicated that if more pre-heat and 
post-heat were used a further improvement 
could be expected. This theory was 
tested on the next cylinder and when com- 
pleted, the distortion was measured by 
micrometer and found to be 0-014 in. 

Having reduced the distortion to prac- 
tical limits, all that remained was to test 
the weld to see if it had a good margin 
of strength and what improvements could 
be made in the technique by a visual 
inspection of the bonding area. To do 
this, it was necessary to test to destruction 
a repaired cylinder, and the test proved 
conclusively that the weld area had a con- 
siderable margin of strength over the cast- 
ing itself and any doubts that may have 
existed were dispelled. Examination of 
the bonding area revealed that a good 
granular penetration of the cast iron had 
been obtained, and the depth of the sweat- 
ing was satisfactory. The actual parting 
had taken place in the cast iron and in 
some sections had pulled pieces clean out. 

The job now appeared as a practical 
proposition and only needed organising 
for production. The main idea was to 
reduce the number of times the cylinders 
had to be handled and to make the job 
as simple as possible. For example, to 
give the correct position of the trunnion, 
it required that the cylinders and pads be 
sent to the table for marking-off; also, 
although the pop marks may be clear on 
a white background, it is difficult to see 





Bronze-surfacing operation 


them when the job has a considerable 
amount of heat, smoke, and flame around 
it. The positioning of the pad was made 
very simple, and the positioner illustrated, 
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able arm with the prefabricated pad and 
trunnion inserted was slipped on to “ C,” 
and automatically came into correct posi- 
tion for welding. After a tack weld had 
been made, the adjustable arm was 
removed, the pin withdrawn and the rest 
of the positioner taken away. 

Rotating the cylinder during the welding 
operation was another point that made the 
job easier. A small stand fitted with four 
ball races was fabricated to enable the 
cylinders to be rotated during welding. 
This proved very useful in allowing the 
welder to have the work at the desired 
incline to control the fluid molten bronze. 

To give protection to the welder from 
the heat and to shield the cylinder from 
cold draughts, a cover was made to 
enclose it; this consisted of a light angle 
iron frame encased in sheet metal and 
lined with asbestos. On top, an opening 
gave access to the job and was large 
enough to allow for the rotation needed. 
Fitted with two handles, it could easily 
be moved. In operation, a considerable 
decrease in gas consumption was obtained 
and improved outout became evident 
because of less fatigue to the welders. 

After welding, and when the cylinder had 














The positioner, which eliminated the need for marking-off 


eliminated the need to mark the job off 
and was used to give position while seat- 
ing the pad in the preparatory stage. The 
collar “ A” was slipped over the existing 
trunnion and the centre pin inserted 
through the bush “ B,” and into the hole 
in the bottom of the cylinder. The adjust- 





se a 


Stand for rotating the cylinder 


cooled down, all that remained to be done 
was to fill the cavity on the inside of the 
cylinder by tinning the bronze surface of 
the pad visible through the hole and com- 
pleting the surface with whitemetal. This 
was smoothed to the correct contour while 
plastic and the cylinder then was complete. 





eae 


Completed cylinder 
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New Series of ““19D” Class Locomotives for 
South African Railways 


Fifty 4-8-2 type locomotives are being delivered to 
South Africa by the North British Locomotive Co. Ltd. 


THE North British Locomotive Co. Ltd. 
is now well advanced with the South 
African Railways order for fifty “19D” 
class 4-8-2 locomotives, which are being 
built to the design and requirements of 
Dr. M. M. Loubser, Chief Mechanical 
Engineer, South African Railways. Inspec- 
tion of the locomotives is at the builder’s 
works, under the supervision of the High 
Commissioner’s Advisory Engineer in 
London. 
These Mountain-type 


locomotives are 


i* 9!0" OUTS. BUNKER 




















3.304 
Front and rear end elevations of the 
locomotive and tender 


very similar to those recently delivered to 
South Africa by Robert Stephenson & 
Hawthorns Limited, though in the North 
British engines a number of minor 
modifications has been introduced. 
There is a notable departure from stan- 
dard South African practice, however, 
in the use of tenders with circular 
water-tanks, mounted on two six-wheel 
bogies. The tender design generally is 
based on that of the S.A.R. 8.000-gal. tank 
wagons, so that, should it become necessary 





Cab fittings of a * 





to build similar tenders in South Africa, 
existing facilities may be used. 

The tender tank and bunker, which are 
of welded and riveted construction, have a 
water capacity of 6,500 gal. and provide 
for 12 tons of coal. The underframe is 
of 2 solebars of channel section suitably 
stayed throughout their length. 

The high capacity and restricted axle- 
loads necessitated the introduction of six- 
wheel bogies, and in view of the satis- 
factory service of the Buckeye six-wheel 
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box tubeplate. The steel inner firebox js 
of all-welded construction. Flexible stays 
of South African Railways standard 
pattern are used freely, including the first 
three rows of roof stays from the tube- 
plate. 

The distance between the tubeplates js 
20 ft. 2 in. and there are 76 small tubes of 
2} in. external dia. and 24 superheater 
flue tubes of 54 in. external dia. The 
superheater, comprising 24 elements, is of 
the multi-valve regulator type located jn 
the smokebox. Everlasting blow-off cocks 
and two Gresham & Craven No. 10 live- 
steam injectors are provided. 

A steam-operated rocking grate is fitted, 
also hopper-type ashpan. The smokebox 


is of cylindrical formation and is fitted 
with a spark arrester of the self-cleaning 


type. 





Side 


bogies on a number of tank wagons put 
into service twenty years ago, the Chief 
Mechanical Engineer decided to fit this 
type of bogie. Plain bearings are fitted to 
ail bogie journals and clasp brakes to all 
wheels. 
Boiler Proportions 

The boiler has the same proportions as 
the standard type 1A boiler. being 5 ft. 
41 in. outside dia. at the throat plate 
and 5 ft. 13 in. outside dia. at the smoke- 








19D” class locomotive 


view of a tender bogie 


The bar frames are in one length with- 
out joints and are stayed throughout by 
steel castings. The cylinders. cast solid 
with the half saddles, are fitted with 11 in. 
dia. piston valves, actuated by Walschaerts 
valve motion. Roller bearings are pro 
vided on the eccentric rod. A Wakefield 
A.C. type 4-feed lubricator is fitted, and 
steam-reversing gear is of the standard 
South African Railways pattern. Alliance 
couplers are fitted and the tender draft- 
gear is of the Spencer Moulton type. 

The coupled bearing springs are of the 
overhung type, and compensation extends 
throughout the spring gear from the lead- 
ing coupled wheels to the trailing truck. 
Timken roller bearing axleboxes are fitted 
to the front bogie and hind truck. 

The engine is equipped with two 21 in. 
vacuum cylinders located over the driving 
wheel, and the tender has two similar 
cylinders supported between the solebars 
and arranged to act independently of each 
other, on the brake gear of the separate 
bogies. A hand brake also is fitted to the 
tender to act on the rear bogie only. 
Stone’s electric lighting is installed. 

The following are the principal dimen- 
sions:— 


Cylinders (2), dia. x stroke 21 in. x 26in. 
Wheels, coupled, dia. oe 4 ft. 6 in. 
es leading bogie, dia. 2 ft. 44 in. 
: trailing truck, dia. 2 fe. 10 in. 
Wheelbase, engine ... 32 ft. 3 in. 
” coupled nin 14 ft. Sin. 
engine and tender, total 76 ft. 7% in. 
Height rail level to boiler centre ... 8 ft. 
Height rail level to top of chimney 12 fe. 10% in. 
Heating surfaces : 
Tubes ses .-. 1,700 sq. ft. 
Firebox, including a arch tubes |. a 
Total evaporative .. ‘ ose Ne 
Superheater ne win, aan 
Total ... . eae 
Grate area... 36 


79 tons 19 cwt. 
73 tons 4 cwt. 
54 tons 13 cwt. 


Weight of engine in “working order 

Weight of tender in working order 

Adhesive weight. 

Adhesive factor at 75 per cent. 
boiler pressure : 3-84 : 

Boiler pressure . 200 1b. persq.in 

Tractive effort at "75 per cent. 


boiler pressure 31,850 Ib. 
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Ticket Issue and Accounting by Machine 


A new ticket-issuing machine which keeps complete accounting and 
statistical records has been built to specifications of the C.P.R. 


A NEW ticket-issuing and accountancy 
machine has gone into service recently 
at Windsor Station (Canadian Pacific Rail- 
way), where it is expected to handle 90 per 
cent. of the coach class business. The 
machine issues single or return (six- 
monthly or week-end) tickets to C.P.R. 
stations within 24 hr, travelling time of 
Montreal; it also keeps complete account- 
ing and statistical records on a tape. 
The machine was built to specifications 
developed jointly by the Passenger, 


etetene 
eteraece 
etanrete 
Saateat 
aeaeean 


Operating, Accounting, Auditing, and 
Research Departments of the C.P.R. It is 
electrically operated, about the same size 
as a typewriter, square in shape, and stands 
on a cabinet which houses the ticket stock 
and accounting records. A booking office 
clerk changes the types of tickets simply 
by inserting a matrix in a slot. Tickets 
are printed by the machine on blank ticket 
stock, pre-printed with the C.P.R. standard 
ticket format, and loaded into the machine 
in strip form. The tickets are about 5 in. 


INSTITUTE OF TRANSPORT, METROPOLITAN 
SECTION, ANNUAL MEETING.—The second 
annual general meeting of the Metropolitan 
Section of the Institute of Transport was 
held at the Institute. 80, Portland Place, 
W.1, on June 3. The following officers and 
members of the committee were elected 
for 1948-49:—Chairman: Mr. A. L. Castle- 
man; Vice-Chairmen: Messrs. David Blee, 
H. C. Crane, G. F. Sinclair; Honorary 
Treasurer: Mr. G. H. Searle; Honorary 
Secretary: Mr. C. F. King; Committee: 





long, and indicate all the data needed by 
railway staff and passenger. A warning 
bell rings when the ticket stock falls to a 
certain level. 

Windsor Station was picked for the intro- 
duction of the machine because of the 
volume of business handled there. Instal- 
lation in other main C.P.R. centres across 
Canada will depend on the success of this 
initial venture. Research on development 
of a ticket-issuing machine for the railway 
began in 1945 with the formation of a com- 


mittee of company officials, which pro- 
duced a 200-page report on ticket sales 
methods. A machine which approximated 
to the committee’s requirements was seen in 
the U.S.A. 

This. machine printed its own tickets, 
eradicated the possibility of human error, 
issued tickets that were sturdy enough 
for railway use, and met all other require- 
ments except accounting. It did keep a 
modified record of sales, however, which 
it was considered could be improved on. 


Messrs. M. R. Bonavia. J. M. Leighton- 
Bailey. J. R. Pike, Alex. J. Webb, J. B. 
Burnell, C. F. Roberts, G. Dickinson, R. J. 
Ellery, C. H. Minett, J. W. S. Brancker, 
H. I. Davidson, A. G. Marsden, A. G. 
Course, H. Robottom, Sir G. Armstrong. 
Messrs. M. F. Barnard, F. Gilbert, J. E. 
Cowderoy. L. D. Kitchin, A. R. Parselle. 
The first annual report was _ presented, 
covering the period from the inaugural 
meeting (February 14, 1947) to the last 
meeting of the session (June 3, 1948). 





The machine and matrix racks (left) : 
the paper tape with record of sales ; and close-up of 
a matrix and method of insertion (right) 
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After almost a year and a half in the pro- 
cess of construction, a new machine was 
evolved by the General Register Corpora- 
tion that stood up to the standards set 
jointly by the committee and representatives 
of the manufacturer. 

Data shown on the tickets includes 
stations of departure and destination, date 
of sale, the ticket serial number, the idenii- 
fication of the machine, the sum na, 
and the type of journey (single or returi 
For accounting purposes a tape records the 
same facts, in addition to the pool pro- 
portion due to the C.P.R. and C.N.R.., 
while the totals at the end of each clerk’s 
shift are kept on a totaliser card. The 
figures on both the card and the tape 
coincide, thus reducing and simplifying 


showing also 


the work of the auditing and accounting 
departments. The possibility of error is 
virtually eliminated. 

The matrices which change the types 
of tickets are notched, the notches trip- 
ping the devices which actually print the 
tickets. The 324 different matrices, kept 
in specially designed racks placed near the 
machine, can be changed at a moment's 
notice, three different colours indicating 
whether they are for single, six-monthly 
return, or week-end return tickets. 


LOCOMOTIVES FOR INDIA ORDERED IN 
CANADA.—Reuters reports that an order 
for 60 of the 100 locomotives which the 
Indian Government Railways are vurchas 
ing through the Indian Supply Mission in 
Canada (see our June 11 issue), has been 
placed with the Montreal Locomotive 
Works. The locomotives, which will cost 
$7,500,000, will be of the Pacific type, and 
delivery of the locomotives is scheduled to 
begin next February. Payment will be 
made in U.S. dollars. 
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RAILWAY 


PERSONAL 


The Lord Chancellor has appointed Mr. 
W. H. Lawson to be a member of the 
Transport Arbitration Tribunal, in place 
of Sir Russell Kettle, who resigned on 
April 30. Mr. Lawson is a member of 
Binder, Hamlyn & Company, Chartered 
Accountants. 


Mr. George H. Waumsley, who has been 
ippointed Inspector-General of Traffic, 
lraqi State Railways, was born in 1912. 
He joined the L.N.E.R. in the Leeds area 
in 1927, and in 1934 was selected as a 
traffic apprentice. In 1937 he was 
appointed Acting Outdoor Inspector, Cen- 





j 


Mr. G. H. Waumsley 


Appointed Inspector-General of Traffic, 
raqi State Railways 


tral Wagon Control, York, and, several 
months later, to a post in the Rates & 
Charges Section, Goods Managers Office, 
at Liverpool Street, dealing with agreed 
charges matters. In November, 1940, Mr. 
Waumsley joined H.M. Forces. He was 
commissioned in the Royal Engineers in 
January, 1942, and proceeded overseas in 
October of that year. He was subse- 
quently seconded to the Iraqi State Rail- 
ways for duty as follows:—February to 
September, 1943, Assistant Traffic Super- 
intendent; October, 1943, to January, 
1944, District Traffic Superintendent; 
February to October, 1944, Chief Move- 
ment Superintendent; November, 1944, to 
October, 1946, Deputy Traffic Manager. 
He returned to the United Kingdom, and 
on release from H.M. Forces resumed 
service, in January, 1947, with the 
L.N E.R. Southern Area Goods Manager’s 
Office. dealing with rates and charges 
matters and attending Railway Clearing 
House conferences. He has now joined 
the Iragi State Railways as Inspector- 
General of Traffic, and at present is also 
Acting Traffic Manager. 
N.E. REGION STAFF CHANGES 

The following staff changes are 
announced in the North Eastern Region, 
British Railways :— 

Mr. T. V. Nicholson, Assistant District 
Superintendent, Newcastle, has been 
appointed District Superintendent, Sunder- 
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land, in succession to Mr. H. M. Lattimer, 
now District Superintendent, York. 

Mr. C. P. Parker, District Engineer, 
Hull, to be District Engineer, Darlington, 
vice Mr. J. H. Mcllvenna, retired. 

It is notified in The London Gazette 
that General Sir William Slim relinquishes 
the appointment of A.D.C.-General to the 
King, May 11, 1948, on retirement. Sir 
William Slim is now Deputy-Chairman of 
the Railway Executive. 





Sir James Milne, who was General 
Manager of the Great Western Railway 
from 1929 to 1947, has been elected a 
Director of Coast Lines Limited. 





Mr. HR. M. Hunter 


Appointed Public Relations Officer, 
Scottish Region, British Railways 


Mr. Henry McDiarmid Hunter, 
A.M.Inst.T., who on January 1 last 
was appointed Public Relations Officer, 
Scottish Region, British Railways, joined 
the Glasgow & South Western Railway 
as a junior clerk in the Goods 
Manager's Office, Glasgow, in 1916. Sub- 
sequent to the amalgamation of 1923, Mr. 
Hunter held positions at various stations 
and in sections of the L.M.S.R. Commer- 
cial Manager’s Department in Scotland. 
In 1939 he was appointed Personal Clerk 
to the Commercial Manager, and in 1945 
was placed in charge of press publicity. 
He became Chief of the Advertising & 
Publicity Section of the Commercial 
Manager’s Office in 1947, which position 
he occupied until his appointment as 
Public Relations Officer, Scottish Region, 
on January 1, 1948. During the war Mr. 
Hunter acted as Secretary of the Grange- 
mouth Port Emergency Committee. 

PAKISTAN RAILWAYS STAFF CHANGES 

Mr. H. M. R. Morse, Chief Mechanical 
Engineer, North Western Railway, has re- 
tired. He is succeeded by Mr. S. M. Amir, 
formerly of the Great Indian Peninsula 
Railway, who was transferred to the 
N.W.R. after partition. 

Colonel D. McMullen, R.E., Chief Oper- 
ating Superintendent, North Western Rail- 
way, has retired. 

Mr. Donald MacAulay, Chief Mechani- 
cal Engineer, Eastern Bengal Railway, has 
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retired. He is succeeded by Khan 
Bahadur A. H. Khan. 

Mr. M. R. Zaman, an officer of the 
Transportation (Power) & Mechanical 
Department, North Western Railway, is 
transferred to the Eastern Bengal Railway 
as Deputy Chief Mechanical Engineer. 





ROAD TRANSPORT EXECUTIVE 

The Road Transport Executive an- 
nounces that, with the approval of the 
British Transport Commission, Mr. Harold 
Elliott, General Manager of Hay’s Wharf 
Cartage Co. Ltd., Pickfords Limited and 
Carter Paterson & Co. Ltd., has been 
appointed Chief Officer (Freight) to the 
Executive from July 1. 





Mr. Arthur Jessop 


Appointed Assistant to Chief Commercial Manager. 
London Midland Region, British Railways 


Mr. Arthur Jessop, A.M.Inst.T., Assis- 
tant (Commercial Development), Chief 
Commercial Manager’s Department, Lon- 
don Midland Region, British Railways, 
who has been appointed Assistant to the 
Chief Commercial Manager, was educated 
at the Society of Friends School, Penketh, 
Lancashire, and joined the Lancashire & 
Yorkshire Railway in 1918. He served at 
various stations, and was subsequently 
transferred to the Office of the Superin- 
tendent of the Line, Manchester. He went 
in 1925 ‘to the General Superintendent's 
Office, Derby, L.M.S.R., and in 1929 was 
transferred to London. Subsequently he 
was engaged as Assistant (Outdoor) in 
connection with the road and air transport 
interests of the company and on other 
special matters. He is a Director of the 
Lincolnshire Road Car Co. Ltd., Hebble 
Motor Services Limited, West Yorkshire 
Road Car Co. Ltd., Yorkshire Traction 
Co. Ltd., and Yorkshire (W.D.) Transport 
Co. Ltd.; and a member of the manage- 
ment committee of the Eastern National 
Omnibus Co. Ltd. and of the Corporation 
& Railways Joint Omnibus Committees at 
Halifax, Huddersfield, Sheffield and Tod- 
morden, As Assistant to the Chief Com- 
mercial Manager, he is concerned with the 
commercial aspects of road transport, trade 
advertising, development of amenities and 
equipment of passenger stations and 
electrification schemes, including pas- 
senger planning in the London area. 
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The King’s Birthday Honours List 

The following is a selection, further to 
that published in our last week’s issue, of 
honours of transport and industrial interest 
from the King’s Birthday list: 


C.M.G. 
Mr. John Owen Sanders, A.M.LC.E., 
M.Inst.T., General Manager, Malayan 
Railway. 


K.B.E. (Civil Division) 

Colonel the Hon. John Lionel Kotala- 
wala, Minister of Transport & Works, 
Ceylon. 

Sir Alan Rae Smith, O.B.E., F.C.A., 
Financial Adviser to the Ministry of 
Transport. Partner in Deloitte, Plender, 
Griffiths & Company. 

C.B.E. (Civil Division) 

Major Archibald Douglas Currie, M.C., 
T.D., Director, Currie & Co. (Newcastle) 
Ltd. 

Mr. James Robbie Farquharson, O.B.E., 
General Manager, Tanganyika Railways 
(now Acting Deputy General Manager, 
East African Railways & Harbours). 

Mr. John Wilson Norris, Chief Inspect- 
ing Engineer, Crown Agents for the 
Colonies. 

O.B.E. (Civil Division) 

Mr. Sydney Townsend Clark, Produc- 
tion & Supplies Officer, British Iron & 
Steel Federation. 
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Mr. John Charles Dean, M.Inst.T., 
General Manager, West Yorkshire Road 
Car Co. Ltd. 

Mr. Douglas Ross Edge, lately Wagon 
Repair Adviser to the Ministry of Trans- 
port. 

Mr. Gordon Rattray Fenton, M.I.C.E., 
M.1.Struct.E., for services as Chief Engi 
neer, Docks & Inland Waterways Execu- 
tive (Aire & Calder Navigation), 

Captain Percy Arthur Morgan, R.N.R. 
(retired), Dockmaster, Southampton, 
Southern Region, British Railways. 

Mr. Eustace Meredith Rice, Chief Engi- 
neer, Rhodesia Railways. 

M.B.E. (Civil Division) 

Mr. Victor William Bone, M.I.Mech.E.. 
J.P., Member of Lincoln Local Commit- 
tee, Air Training Corps. Chairman, 
Ruston & Hornsby Limited. 

Mr. William Crawford, Chief Trains 
Clerk, Southern Region, British Railways. 

Mr. William Henry Darlington, M.Sc., 


A.M.1.Mech.E., Engineer, Metropolitan- 
Vickers Electrical Co. Ltd. 
Mr. Thomas George Davies, 


A.M. Inst.T., for services as Traffic Mana- 
ger, Western Welsh Omnibus Co. Ltd. 
(now General Manager, Rhondda Trans- 
port Co. Ltd.). 

Mr. William George Hall, A.M.Inst.T., 
Traffic Manager, Eastern Counties Omni- 
bus Co. Ltd. 
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Mr. James McCreadie, Assistant Operat 
ing Superintendent, Scottish Region, 
British Railways. 

Mr. Walter Henry Mills, 

Secretary, Railway Executive. 

Mr. Robert Patterson, District Superin- 
tendent, Rhodesia Railways. 

Mr. William George Patterson, Deputy 
General Works Manager, Siemens Bros. 
& Co. Ltd., Woolwich. 

Companion, Imperial Service Order 

Mr. Stuart Thomas Crampton, Ch 
Accountant, Nigerian Railway. 


Assistan 


Mr. Peter Wrightson, second son of the 
Chairman, Sir Thomas G. Wrightson, has 
been appointed a Director of Head, 
Wrightson & Co. Ltd. He succeeds Mr. 
W. I. Wrightson, who retired from the 
board last year. 


We regret to record the death on June 
13, at the age of 71, of Mr. P. A. H. 
Middleton, at one time an Engineer with 
the Great Indian Peninsula Railway. 


LONDON TRANSPORT EXECUTIVE 
Mr. George Dodson-Wells has _ been 
confirmed in his appointment as Chief 
Public Relations Officer of the London 
Transport Executive. Mr. W. R. Robert- 
son has been confirmed in his appointment 
as Public Relations Officer. 





A group of American Locomotive Company executives standing beside the last steam locomotive in current 
production (the company’s locomotive building facilities are now devoted entirely to diesel-electric 


construction). Left to right: 


Messrs. J. H. Link, Diesel Locomotive Division ; Sherman Miller, Vice- 


President; P. T. Egbert, Vice-President in charge of Locomotive Division; and J. J. Smith, Alco 


Manager in Schenectady 
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BRITISH TouRIST & HOLIDAYS BOARD 

The Board of Trade states that Mr. 
Harry Salmon, Chairman of J. Lyons & 
Co. Ltd., has asked to be relieved of his 
duties as a Member of the British Tourist 
& Holidays Board and Chairman of its 
Catering Division, owing to pressure of 
work. He has assured the board that his 
advice will be available should occasion 
arise. Because of the demands on his 
time, consequent on his appointment as a 
Full-Time Member of the Hotels Execu- 
tive of the British Transport Commission, 
Mr. F. G. Hole has also tendered his 
resignation from the Board, and as Chair- 
man of its Wotels Division. The Secretary 
for Overseas Trade has invited Sir 
Bracewell Smith, a Member of the Council 
of Management of the Hotels & 
Restaurants Association and a Director of 
Park Lane Hotels Limited, and Ritz 
Hotels Development Co. Ltd., and Mr. 
A. E. Burdett, Vice-Chairman of the 
Caterers Association and Managing 
Director of Fullers Limited, to fill the 
vacancies, and they have agreed. 


Mr. Robert C. Stanley, Chairman & 
President of the International Nickel Co. 
of Canada Ltd., has been awarded the 
Institute of Metals (Platinum) Medal for 
1948, in recognition of his outstanding 
services to the non-ferrous metal industries. 


Mr. Herbert hdishiee who, for over 
twenty years has been Works Manager 
with the Churchill Machine Tool Co. Ltd., 
is retiring. 





Mr. W. Cyril Williams, Sales Director 
of Beyer. Peacock & Co. Ltd., has re- 
turned from a visit to Africa which has 
included the Union of South Africa and 
the Rhodesias. 





INSTITUTION OF CIVIL ENGINEERS 

The Council of the Institution of Civil 
Engineers for the session 1948-9 (com- 
mencing November 2) is composed as 
follows :— 

President: Sir Jonathan Davidson. 

Vice-Presidents: Sir Reginald Stradling, 
Mr. V. A. M. Robertson, Dr. W. H. 
Glanville, Mr. A. S. Quartermaine. 

Members of Council: Mr. H. E. Alding- 
ton, Sir Stanley Angwin, Sir Donald 
Coleman Bailey, Professor J. F. Baker, 
Messrs. George Baxter, W. S. Cameron, 
John Chambers (India), H. F. Cronin, 
E. L. Everatt (Pakistan), Alexander Gray 
(Canada), A. C. Hartley, Professor 
Douglas Hay, Mr. G. H. Humphreys, Sir 
Claude Inglis, Messrs. Leopold Leighton, 
L. A. Mackenzie (South Africa), G. M. 
McNaughton, H. J. B. Manzoni, W. L. 
Newnham (New Zealand), Professor 
A. I. S. Pippard, Messrs. Joseph Rawlin- 
son, W. P. Shepherd-Barron, T. H. Silk 
(Australia), J. C. L. Train, D. M. Watson, 
Sir Arthur Whitaker. 

Four Past-Presidents are to be 
appointed by the Council in November 
next. 


Lt.-Commander R. B. Fairthorne, R.N. 
(retired), has been elected President for 
1948-49 of the Institution of Engineering 
Inspection. After service in the 1914-18 
war, Commander Fairthorne retired from 
the Navy, and was then associated chiefly 
with hydro-electric schemes in a consulta- 
tive and inspecting capacity. He was 
recalled to Naval service just before the 
recent war as Operations & Intelligence 
Officer, Swansea, but later was released at 
the request of the High Commissioner for 
New Zealand to resume duty as Chief 
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Assistant to the Government's Consulting 
Engineer in London. In February, 1948, 
he was appointed Principal Production 
Officer in the Directorate of Royal Ord- 
nance Factories, Ministry of Supply. 

LONDON MIDLAND REGION APPOINTMENTS 

The following staff changes are 
announced in the London Midland 
Region, British Railways :— 

Mr. M. A. Henstock, Assistant to Works 
Superintendent (Locomotive Maintenance), 
Locomotive Works, Derby, to be Assistant 
Works Superintendent, Locomotive Works, 
Derby. 

Mr. L. W. Noton, Assistant District Pas- 


senger Manager, Birmingham, to be 
Assistant District Passenger Manager, 
Euston. 


Mr. S. Cott, Passenger Assistant to Dis- 
trict Goods & Passenger Manager, Derby, 
to be Assistant District Passenger Manager, 
Birmingham. 

Mr. S. W. Walton, Assistant Chief 
Claims Clerk, District Goods & Passenger 
Manager's Office, Derby, to be Passenger 
Assistant to District Goods & Passenger 
Manager, Derby 


Mr. R. J. Powell, District Controller, 


Carlisle, to be Assistant District Traffic 
Superintendent, Carlisle. 
Mr. D. L. Pride, Assistant District 


Operating Manager, Birmingham (West- 
ern), to be Assistant District Operating 
Manager, Nottingham. 

Mr. J. Fairclough, Assistant to District 
Operating Manager, Manchester (West- 
ern), to be Assistant District Operating 
Manager, Birmingham (Western). 

Mr. J. Houghton, Assistant to District 
Operating Manager, Liverpool, to be 
Assistant to District Operating Manager, 
Manchester (Western). 

Mr. C. R. Bennett, Assistant to District 
Operating Manager, Gloucester, to be 
Assistant to District Operating Manager, 
Liverpool. 

Mr. F. J. Burge, Assistant Yardmaster, 
Kirkby-in-Ashfield, to be Assistant to Dis- 
trict Operating Manager, Gloucester. 

Mr. L. M. Sayers, Assistant District 
Operating Manager, Leicester, to he 
Operating Assistant to Secretary & Mana- 
ger, C.L.C., Liverpool. 

Mr. J. C. Rogers, 


Assistant District 
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Operating Manager, Rugby, to be Assis- 
tant District Operating Manager, Leicester. 

Mr. S. P. W. Corbett, Assistant District 
Traffic Manager (Traffic Operating), 
Chester, to be Assistant District Operating 
Manager, Rugby. 

Mr. A. Webb, Assistant to District 
Traffic Manager, Chester, to be Assistant 
District Traffic Manager (Traffic Operat- 
ing), Chester. 

Mr. T. W. Chapelhow, Yardmaster, 
Grimesthorpe, to be Assistant to District 
Traffic Manager, Chester. 

Mr. T. G. Jones, Head Office Inspector, 
Office of Divisional Operating Manager, 
Manchester, to be Yardmaster, Grimes- 
thorpe. 

Mr. W. S. Hughes, Goods Agent, Wed- 
nesbury, to be Assistant to District Traffic 
Superintendent, Carlisle. 

Mr. A. J. Morley, Assistant District 
Locomotive Superintendent, Belle Vue, 
Manchester, to be Assistant District Loco- 
motive Superintendent, Cricklewood. 

Mr. F. Shaw, Assistant District Loco- 
motive Superintendent, Longsight, to be 
Assistant District Locomotive Superin- 
tendent, Belle Vue. 

Mr. J. Mason, Assistant District Loco- 
motive Superintendent, Carstairs, to be 
Assistant District Locomotive Superin- 
tendent, Longsight, Manchester. 

Mr. W. Gamble, Chief Foreman, Loco- 
motive, etc., Stores, Crewe, to be Resident 
Storekeeper, Carriage & Wagon Stores, 
Earlestown. 

Mr. G. B. Clarke, 
Machinery Services, Chief Mechanical 
Engineer’s Department, Liverpool, to be 
Resident Engineer, Chief Mechanical 
Engineer’s Department, Heysham Harbour. 


Inspector, Outdoor 


The Council of the Institute of Trans- 
port awarded scholarships for 1947-48 as 
follows:—Henry Spurrier Memorial 
Scholarships: to (1) Mr. Ralph Cropper 
(National Road Transport Federation, 
London); (2) Mr. A. J. Dale (Longton 
Transport Limited, Stoke-on-Trent); Silver 
Jubilee Scholarship: to Mr. R. L. F. 
Woodhouse (Traffic Department, Arthur 
Guinness, Son & Co. Ltd., Dublin); Sir 
William Chamberlain Memorial Scholar- 
ship: to Mr. W. J. Antonia (Ratcliffe & 
Sackville, Manchester). 





Mr. T. W. Royle, C Chairman of the 
Benevolent Institution, speaking at the opening of ‘* Boxhurst,” the 
home for aged railwaymen and their wives or widows (See editorial note) 


board dof management of the Railway 
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Centenary of Waterloo 
Station 


To mark the completion of 100 years of 
service of Waterloo Station, British Rail- 
ways, Southern Region, Mr. John Elliot, 
Chief Regional Officer, presided at the 
opening ceremony by Sir Herbert Walker, 
K.C.B., of an exhibition of historical 
prints, photographs, and other original 
records, which took place at Waterloo 
Station at noon on Monday last, June 14. 
This exhibition will be on view to the 
public daily throughout this week, from 
10 a.m. to 8 p.m., closing on June 19. 

After the opening ceremony members of 
the public were able to see an Adams 
4-4-0 locomotive (No. 563) and passenger 
coach, painted in the London & South 
Western Railway livery which was in use 
about 1900. The locomotive and coach 
drew into the platform and stopped behind 
one of the most modern of the Southern 
Region “West Country” class engines 
Ilfracombe. A couple alighted in period 
costume, and were driven away in a 
motorcar of “turn of the century’ 
vintage. The locomotive crew were also 
attired as they would have been half a 
century ago, Opportunity was also taken 
of showing the 0-6-0 Terrier locomotive 
Boxhill (No. 82) of the former London, 
Brighton & South Coast Railway, built at 
Brighton Works in 1880. 

To mark the centenary, two special 
posters have been drawn by Miss Helen 
McKie which show Waterloo Station in 
peace and war. Copies of these posters 
have been sent to America and Canada, 
where there is considerable interest in 
Waterloo, not only as the London terminal 
for Transatlantic traffic, but also because 
there are several Waterloo stations in the 
United States. 

Among the guests at the ceremony were 
the Burgomaster of Waterloo in Belgium 
(M. Omer Dubail), Councillor J. W. Simp- 
son, J.P.. Mayor of Lambeth, and Sir 
Francis Dent. Principal officers of the 
Southern Region were present. 

When the first section of the London & 
Southampton Railway was opened in 
1838, the London terminus was at Nine 
Elms (the present goods station) which 
then had the advantage of an easy con 
nection with river traffic. After the name 
of the railway had been changed to the 
London & South Western Railway, and 
some of the principal lines of the com- 
pany had been built, it was felt that Nine 
Elms was rather remote from Central 
London and that the company required a 
station nearer to the City. An Act of 
1845 provided for the ‘“ Metropolitan 
Extension” from Nine Elms to a point 
near Waterloo Bridge, and the work of 
construction was begun in July, 1846, on 
land purchased in 1844. The line is built 
upon a series of arches and takes a twist- 
ing course in its approach to the terminus 
in order to avoid pleasure grounds such 
as the once-famous Vauxhall Gardens. 
and the grounds of Lambeth Palace. The 
architect of the station was Sir William 
Tite; the engineer Joseph Locke, and the 
contractors Lee & Sons of Chiswell Street. 

The original station consisted of three 
platforms each 300 ft. long, but subse- 
quently increased to 600 ft. Temporary 
buildings seem to have been provided for 
the opening of the line, but within a few 
months there was a permanent block of 
offices running parallel with the platforms, 
and on each side of the station was a cab 
road approached by a ramp. This 
original station stood between platforms 
7 and 12 of the present station. It was 
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opened formally on July 11, 1848, and the 
first passenger train entered on July 13. 

In 1860, the North Station was opened 
for Windsor and loop line services, and 
this was further extended in 1884-5. By 
that year, the original 17 trains a day had 
increased to 500. 

Meanwhile, in 1878 a South Station had 
been opened with two platforms for 
main-line suburban services. 

The first step in the great transforma- 
tion took place in 1899 when powers 
were secured for acquiring additional 
land, and from 1900 onwards the entire 
reconstruction of the station was effected 
in sections. Substantial evidence of pro- 
gress appeared in 1909 when the first sec- 
tion of the new South Station was 
available for traffic. Important stages of 
the work were described in The Railway 
Gazette for February 12, 1909, and Septem- 
ber 27, 1912. The new station was for- 
mally opened by Her Majesty Queen Mary 
on March 21, 1922, and included the 
“Victory Arch” entrance as a war 
memorial to the staff of the London & 
South Western Railway who died in the 
1914 war. The later stages of the work 
were carried out under the direction of 
Sir Herbert Walker, who became General 
Manager of the London & South Western 
Railway in 1912, and it was fortunate that 
he was able to perform the opening cere 
mony of the centenary exhibition in con- 
nection with the terminus with which he 
was so long and intimately associated. 

tan informal lunch which followed the 
opening ceremony, Mr. John Elliot, Chief 
Regional Officer, Southern Region, greeted 
the distinguished guests and extended a 
special welcome to Sir Herbert Walker, 
who for 26 years was General Manager at 
Waterloo. He also read a telegram which 
had been received from Sir Eustace Mis- 
senden, to which a response was sent by 
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the gathering, and Mr. Elliot concluded by 
proposing “ Another 100 years of success 
to Waterloo.” 

Sir Herbert Walker spoke of the diffi- 
culty of financing large London termini 
and recalled that, when he was in New 
York many years ago, he was told that 
the Grand Central Terminal had _ been 
built entirely out of the profit of lamd 
deals undertaken by the former Chairmen 
of the New York Central Railroad, who 
foresaw the uptown trend of business jn 
that city. Sir Herbert paid tribute to 
Henry Holmes and J. W. Jacomb-Hood in 
their outstanding work in connection with 
the construction during the continuance 
of traffic of the present Waterloo Station 
Although he was one of those who saw 
no good in railway nationalisation, he felt 
that there was no reason why the railways, 
if left to the management of experienced 
railway officers without political inter- 
ference. should not prosper. 

The Burgomaster of Waterloo, speaking 
in French, conveyed a_ happily-worded 
greeting from the scene of the famous 
battle from which Waterloo took its name. 

The Mavor of Lambeth said that under 
the London Plan it was intended to 
remove the railways from Waterloo alto- 
gether within the next fifty years, and, 
therefore. he had some difficulty in asso- 
ciating himself with the “next 100 years ” 
envisaged by Mr. John Elliot. At the 
same time, plans were apt to prove 
impracticable of achievement, and in any 
event he had nothing but good wishes for 
Waterloo Station, so long as it remained 
within the Borough of Lambeth. 

Sir Francis Dent also spoke, paying 
tribute to the efficiency of the organisa- 
tion behind the centenary exhibition, and 
concluded with a vote of thanks to the 
Chairman that was carried with acclama- 
tion. 
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NYASALAND RAILWAYS ISSUE RESULT.— 
The issue by Nyasaland Railways Limited 
of £1,600,000 34 per cent. first debenture 
stock at £98 10s. per cent. resulted in ap- 
plications being received from the public 
for £2,227,382 stock. Preferential applica- 
tions were received for £335,302. The 
basis of allotment was:—Applications up 
to £1,000 in full; £1,001 to £10,000 50 per 
cent.; £10,001 and over approximately 27 
per cent. Preferential application forms 
were allotted in full. 


BrivisH Tourist & HoLipays Boarp.— 
In his report on the first year of working of 
the British Tourist & Holidays Board, Sir 
Alexander H. Maxwell. Chairman, states 
that for the financial year 1947-48 a grant 
for the Board was included in the Board of 
Trade vote at a total of £350,000, and the 


direct grant to the Travel Association 
ceased. The Board had allocated £210,000 
of the grant for the activities of the 


Tourist Division. which, with revenue from 
various other scurces, including subscrip- 
tion, originally estimated at £90,000, made 
a total of £300,000 available. The balance 
of £140,000 was required to cover general 
administration costs and the activities of 
the three other Divisions, namely, Cater- 
ing. Home Holidays, and Hotels. It was 
unlikely that the total net expenditure by 
all Divisions of the Board and by its head- 
quarters would exceed £300,000. For the 
year 1948-49, the Board hoped to receive a 
grant of £425,000, which, with estimated 
receipts of £100,000 from other sources, 
would allow reasonable expansion. It was 
hoped that in course of time the Board 
would become more nearly self-supporting 
through the attraction of larger contribu- 
tions from industries benefiting from its 
work. 





Down Bournemouth train in the experimental plum and spilt milk livery shown leaving Waterloo 
Station, Southern Region, with «« Lord Nelson” class engine No. 30861 painted a shade of green and 


lined in red, cream and grey 
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Rubber-Tyred Coaches for 
Switzerland 


The two ruodber-tyred coaches ordered 
recently by the Swiss Federal Railways 
{see our February 6 issue) are to weigh 
not more than 22 tonnes each inclusive of 
80 passengers, the tare weight thus not 
exceeding 16 tonnes. As compared with 
the lightweight steel coaches of 28 tonnes 
tare adopted for the inter-city fast trains, 
this means a saving of 12 tons, or 43 per 
cent. 

The second class coach will have seating 
accommodation for 46 passengers and will 
be built of aluminium alloy, while the 
third class coach will seat 76 passengers 
and will be built of mild steel. The weight 
of these two experimental coaches has to 
be kept within comparatively narrow limits 
because progress so far made in the tech- 
nique of rubber-tyred railway vehicles 
does not permit of loading a rubber tyre 
with a weight exceeding 2,420 lb. (1,100 
kg.). This is the reason for the two 10- 
wheel bogies on each vehicle. Due to the 
high adhesion between rubber tyres and 
steel rails, the braking distance of a rubber- 
tyred vehicle is extremely short. In the 
case of a Micheline railcar running at 
62 m. (100 km.) p.h., it is only 492 ft. 
(150 m.). If the experiments with these 
test vehicles are satisfactory, it is intended 
to order a large number to form complete 
rubber-tyred trains to be hauled by the 
high-speed “Re4/4” class electric ‘loco- 
motives of the Swiss Federal Railways. 


J J 
Self-Closing Sliding Doors in 
L.M.R. Coaches 
A self-closing sliding interior door for 
vestibule carriages and dining cars has 
been designed at Derby Carriage Works. 
London Midland Region. using a balanced 

invisible weight. 

The new design of door jis fitted also 
with double draught excluders. and with a 
continuous soft edge to prevent injury to 
passengers’ fingers if trapped in the door- 
way by the door closing. For the conveni- 
ence of dining car staff who may have to 
keep the door open temporarily in order 
to carry trays through, a catch can be 
operated to hold the door in the open 
position if required. 

Tests of the new device are being car- 


ried out on the 10.15 a.m. express from 
St. Pancras to Manchester. and the 4.15 
p-m. return’ train from Manchester 
Central. 


The self-closing feature is obtained by 
means of a weight, working in an enclosed 
channel at the side of the doorway, sus- 
pended by a sprocket chain. A sprocket 
wheel, running on ball bearings. acts as 
the guide for the chain: the latter is 
attached finally to the roller bracket at 
the forward end of the door. The door 
is suspended on ball-bearing rollers run- 
ning on a steel bar, with brass shoe guides 
to keep it in true alignment. The door 
catch is positioned at the top of the door 
and is operated by a handle, fitted in the 
standard position, and a spring-controlled 
connecting rod recessed in the door. 
Location of the catch in this position en- 
ables the leading end of the door to be 
fitted with a continuous soft edge, made up 
from rubber strip, to minimise the possi- 
bility of injury to passengers’ fingers if 
trapped in the doorway. 

The weight is divided into segments to 
permit easy regulation according to the 
working of individual doors. and they are 
adjusted in such a manner that when the 
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door is opened. the weight is just capable 
of moving the door from rest. after which 
a slight acceleration takes place and the 
door catch operates automatically. 

The bottom runner bar has been dis 
pensed with, to retain a flush surface across 
the doorway and so avoid obstruction to 
passengers entering or leaving the compart- 
ment. In lieu of this, a roller has been 
fitted on the floor beyond the door open- 
ing; it works in a groove enclosed by a 
brass plate on the bottom of the door and 
keeps the bottom of the door in true align- 
ment. The manually-operated catch for 
holding the door open has been fitted on 
the partition above the door. 

A double draught excluder is fitted along 
the bottom of the door, together with one 
of a similar design along the vertical edge 
of the rear of the door. 


Carlisle District Reorganisation 

The hitherto separate operating and 
commercial representation of British Rail- 
ways, London Midland Region, in the 
Carlisle district have been combined under 
a single District Traffic Superintendent in 
a reorganisation scheme, which was 
brought into effect on June 12. This orga- 
nisation is suited to the particular charac- 
teristics of such districts and previously 
has been applied to the Chester and Swan- 
sea districts of the London Midland 
Region. 

For traffic operating purposes, the reor- 
ganised Carlisle district will be within the 
Western Division of the L.M.R. Its boun- 
daries with the Scottish Region lines are at 
Gretna Junction and Harker (Brunthill 
down distant signal), and with the North 
Eastern Region (Newcastle—Carlisle line) 
at Durran Hill signalbox. The L.M.R. Dis- 
trict Traffic Superintendent, Carlisle, is 
responsible for the  Carlisle—Silloth 
Branch of the former L.N.E.R., 
ex-L.N.E.R. stations, yards and signalboxes 
or the defined area, now transferred to 


.M.R. suvervision. The installations so 
en also include Canal Motive 
Power Depot, but not Kingmoor Motive 
Power Depot. which remains in Scottish 
Region establishment. 

As already announced, Mr. T. P. Straf- 


ford. formerly District Operating Manager 
at Crewe, L.M.R., has been appointed 
District Traffic Superintendent, Carlisle. 
Mr. R. J. Powell, previously District Con- 
troller, Carlisle, has been appointed Assis- 
tant District Traffic Superintendent, and 
Mr. R. Clarke, District Goods & Passenger 
Manager, Carlisle, is retiring. 








HoLopLcast PLASTIC PANELLING.—We 
have received from the makers, the Metro- 
politan Plywood Company, 18-30. Leonard 
Street, London, E.C.2, details of the lami- 
nated structural plastic Holoplast, which 
was developed during the war and more 
recently has been made available for the 
construction of partitions, doors, floors, 
ceilings. furniture, etc., where the require- 
ments are rigidity and strength combined 
with light weight. Sheets are available in 
various sizes and a wide range of colours, 
including imitation wood grain finish. 
This material was used for lining the walls 
and ceilings of the kitchens and pantries 
of the Southern Railway restaurant cars 
described in our issue of September 19, 
1947. Another product of the same firm, 
Selenore, which is a strong but flexible 
wood-fibre plastic composition board, now 
is being used for the floors of railway car- 
riages and motor buses. Because it is 
vermin proof Selenore is suitable for use 
in tropical climates. 


and for all 
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Parliamentary Notes 


Railway Clearing System Superannuation 
Fund Bill 
The Railway Clearing System Super- 
annuation Fund Bill was read the third 
time and passed in the House of Lords 
June 8. 


Coal Board’s Railway Wagons 

When the Finance (No. 2) Bill was being 
considered by the House of Commons in 
committee on June 2, Lt.-Commander 
Gurney Braithwaite (Holderness— C.) 
asked for elucidation of a point in clause 
34. which deals with railway wagons of the 
National Coal Board. He said the word- 
ing of the clause was obscure, and asked 
if he was right in thinking that the object 
was merely to remind them that a 
balancing charge should be paid in the 
case where wagons which were the pro 
perty of the National Coal Board were 
transferred to the British Transport Com- 
mission. 


It would appear to be a transfer 
of proverty and assets as between one 
nationalised industry and another. It 
seemed to be a rather new point con 


cealed in rather difficult verbiage. He 
would be glad if the Solicitor-General 
would confirm or deny that that was the 
case. 

Sir Frank Soskice (Solicitor-General) 
said that virtually that was the position 
It was meant to deal with the acquisition 
by the National Coal Board of a number 
of railway wagons which belonged to the 
nationalised colliery concerns. The 
National Coal Board had taken them over 
under the 1946 Act, but at that time the 
wagons were held under requisition by the 
Minister of Transport by virtue of the 
Defence Regulations. Their day-to-day 
management was in the hands of the rail- 
way companies and not in the hands of 
the owners. 

Virtually what had happened was that 
the National Coal Board, having kept the 
wagons for a period of a year, had just 

passed them on. It simply acted as a 
means of trangferring the wagons from the 
colliery owners to the Transport Commis- 
sion. 

In those circumstances, it seemed 
rather unreasonable that the N.C.B. should 
be landed with the balancing charge, and 
accordingly the object of the clause was 
simply to wash out the N.C.B. and put the 
Transport Commission in the position in 
which it would have been if it had taken 
over the wagons direct. The object of the 
clause was to simplify the process of legis 
lation, and give reality to the position, 
namely, that the N.C.B. was the nominal 
owner of the wagons. 

Colonel James Hutchison (Glasgow 
Central—C.) asked the Solicitor-General 
whether there would be any distinctive 
treatment in the matter of railway wagons 
owned by the N.C.B. and those of a 
private owner in respect of the question of 
the balancing charge. Would it not be 
the case under this clause that the N.C.B. 
would escape any balancing charge, but 
the private owner would have to pay one? 

Sir Frank Soskice said the clause did not 
really make a distinction between the 
position of the private owners and the 
Coal Board. The N.C.B. gave up certain 
rights under a general settlement and the 
colliery undertakings also gave up advan 
tages, and it was difficult to draw an 
analogy since no precisely similar circum- 
stances existed. 

The clause was agreed to, and ordered 
to stand part of the Bill. 
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Questions in Parliament 


Central Transport Consultative Committee 
Mr. Ernest Davies (Enfield—Lab.) on 
June 7 asked the Minister of Transport 
whether he was yet able to make a state- 
ment regarding the establishment of the 
consultative committees under the Trans- 
port Act, 1947, 

Mr. Alfred Barnes (Minister of Trans- 
port): I have now invited nominations for 
the Central Transport Consultative Com- 
mittee for Great Britain from the national 
bodies representative of the interests con- 
cerned with a view to the early establish- 
ment of this committee. 

Mr. Davies: Is the Minister aware that 
in March he informed me that he was 
actively considering this matter? That is 
now three months ago. When may we 
expect that these committees will be set 
up? There is no doubt that the failure to 
appoint these consultative committees leads 
to difficulty in making representations con- 
cerning transport. 

Mr. Barnes: I have just announced that 
| have taken steps to establish this com- 
mittee. It will now rest with the bodies 
concerned as to how quickly they submit 
their schemes to me. 


Accidents at Level Crossings 

Mr. David Renton (Huntingdon—Lib. 
Nat.) on May 31 asked the Minister of 
Transport (1) whether he had considered 
the finding of the inquiry held on May 4, 
1948, into the accidents at the dangerous 
level crossing at Connington, Hunts.; and 
what steps it was proposed to take as a 
result of that inquiry in order to prevent 
accidents at that level crossing in future; 
and (2) how many agricultural accommo- 
dation level crossings there were across the 
British Railways system across which the 
public might pass only at their own risk; 
how many accidents had taken place at 
such crossings since January 1, 1948; and 
what steps it was proposed to take to pre- 


vent the occurrence of accidents at such 
crossings in future. 

Mr. Alfred Barnes: There are some 
22,600 occupation level crossings, nearly 


all of which are for agricultural purposes. 
Up to May 15, 21 accidents, in which 12 
persons were killed and 11 injured, had 
occurred this year. The report of the in- 
quiry into the recent one at Connington 
is not yet complete. The problem of 
safety at such crossings was under con- 
sideration before the war, and I propose 
to follow up the matter afresh in conjunc- 
tion with the British Transport Commis- 
sion. 

Mr. Renton: Will the Minister, in con- 
sidering this matter further, bear in mind 
that the public have, in the past, gone over 
these crossings at their own risk, and that 
circumstances have since changed, and 
clearly the risk should now be borne by 
British Railways? 

Mr. Barnes: As I have undertaken to go 
further into this matter, I would rather not 
anticipate any future decision. 


Passenger Service to Northern Ireland 

Sir Ronald Ross (Londonderry—C.) on 
June 7 asked the Minister of Transport 
whether he was aware that in Belfast and 
other places on both sides of the Channel 
queueing for sailing tickets between Great 
Britain and Northern Ireland during the 
July and August holiday veriod was 
al aleengy taking place; and whether he was 

ill satisfied that adequate shipping facili- 
ties had been allotted to that service. 

Mr. Alfred Barnes: I understand that 
people are queueing for sailing tickets, par- 
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ticularly for passages at the time of the 
Belfast July holiday. I am informed that 
the British Transport Commission and the 
independent lines will employ every avail- 
able vessel this summer, including an addi- 
tional ship which the independent lines are 
putting on the Liverpool—Belfast route 
next week. This service will then lift 
1,400 more passengers each week than last 
year. | am advised that the services this 
summer should be adequate except at the 
peak holiday periods. 

Sir Ronald Ross: Why does the Minister 
allocate sufficient shipping to cross-channel 
steamers sailing to non-sterling currency 
areas so that passengers do not have to 
have sailing tickets, and permit such re- 
stricted services to sterling currency areas 
where people wish to spend their holidays, 
so that they have to queue for tickets? 

Mr. Barnes: I will correct Sir Ronald 
Ross. It is not the Minister who allocates 
shipping in these cases. 

Professor D. L. Savory (Belfast Univer- 
sity—C.): Could not the Minister do some 
thing more to alleviate the agony of the 
all-night queueing in Belfast? Does not 
the Minister realise that it is even more 
depressing than all-night sittings in the 
House of Commons? 

Mr. Barnes: If Professor Savory will 
read my reply he will find that in the 
opinion of those who provide the services, 
they are adequate except at peak hour 
traffic periods. The Northern Ireland 
route is not the only route which suffers 
congestion at peak hours. 


Railway Executive and Coast Erosion 
Brigadier F. Medlicott (East Norfolk 
Lib. Nat.) on June 10 asked the Minister 
of Health whether he was aware that 
although the London & North Eastern 
Railway had for many years undertaken 
responsibility for certain measures of coast 
protection where its lines were affected, the 
British Railway Executive had refused to 
participate in the proposed scheme for the 
protection of the coast of Norfolk. thus 
jeopardising the entire project; and what 
steps he was taking to relieve the local 
authorities on whom that change of policy 


would cast an added burden. 

Mr. Aneurin Bevan (Minister of 
Health), in a written answer, stated: Yes, 
Sir. I propose to discuss the matter 


further with the railway authorities. 
Carriers’ Licences 

Mr. Ernest Davies (Enfield—Lab.) on 
June 7 asked the Minister of Transport 
(1) if he would state the number of “C” 
licences issued during the first three months 
of 1948: and the increase or decrease that 
represented with the number issued in the 
first three months of 1947; and (2) what 
was the number of “C” licences issued in 
April, 1948. 

Mr. Alfred Barnes: 
answer to Mr. Davies’ 


As I indicated in my 
questions on May 


10, monthly figures of issues of carriers’ 
licences generally are not available. 
Licensing authorities have, however, been 
keeping a running record of new “C” 
licences issued this year. and I have ob- 


tained from them figures for the first three 
months which total approximately 16,300. 
Figures for the month of April are not yet 
complete. 

Mr. Davies: In view of the fact that the 
issue of “C” licences continues to in- 
crease on top of the 100.000 or more in- 
crease in 1947, does not the Minister oo 
that this is an undue expansion of * 
licences and represents transfers from “A” 
contract licences, and, possibly, “A” 
licences, and that the time has come to 
take some action in the matter? 
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Mr. Barnes: I would not like to commit 
myself yet. As Mr. Davies knows, we indi- 
cated that we would watch the figures, but 
I certainly shall not take any action, nor 
propose to take any action, until I have 
had a thorough and exhaustive examina- 
tion into the reasons. At the moment, I 
am not in possession of any such infor- 
mation. 

Captain Peter Thorneycroft (Monmouth 

C.): Would the Minister exvand a little 
on what he means when he says he is not 
prepared to take any action yet? Does 
he mean that, if a private trader finds that 
he can handle his goods more effectively in 
his own vehicles. the Minister is going to 
take action against him to protect a State 
monopoly? 

Mr. Barnes: If | were to exnand this 
matter, | think it would lead to the type 
of debate we had on the Transport Act. 
I was replying to a supplementary ques- 
tion, and my knowledge was related to that 
supplementary question. 

Mr. Davies: Would not the Minister 
agree that there has been a certain un- 
economic transfer to “C” licences for 
political reasons, and that that is a reason 
why he should take action now? 

Mr. R. Assheton (City of London—C.): 
Would the Minister give careful attention 
to any advice he may receive from the 
Co-operative movement on this subject? 

Mr. Barnes did not reply to these 
questions. 


Congestion on East African Railways 

Brigadier R. Rayner (Totnes—C.) on 
June 8 asked the President of the Board 
of Trade if he was aware that large stocks 
of East African sisal, purchased by his 
department, had been left to rot on the 
estates owing to congestion on the railways 
resulting from the groundnuts scheme; what 
was the estimated loss in consequence; and 
by whom was it borne. 

Mr. J. W. Belcher (Parliamentary Sec- 
retary, Board of Trade) stated in a 
written answer: Representations have been 
received in general terms from the sisal 
growers on the deterioration of sisal in 
store owing to the inability of the railways 
to remove it promptly, due not only to the 
groundnut scheme but also to other recent 
developments. The matter is now under 
inquiry. 


Railway Goods Traffic in Tanganyika 
Colonel A. D. Dodds-Parker (Banbury 
C.) on June 9 asked the Secretary of State 
for the Colonies what was the approxi- 
mate tonnage which the Tanganyika central 
line could clear weekly from Dar-es- 
Salaam; and to what capacity it was pro- 

posed to raise that by the end of 1948. 

Mr. A. Creech Jones (Secretary of State 
for the Colonies): In normal circum- 
stances 2,200 tons deadweight can _ be 
cleared a week. This figure will rise to 
2.700 tons by end of 1948 and to 3,000 by 
about April, 1949. 

Colonel Dodds-Parker: Does the 
Minister consider that this is adequate to 
handle not only the Government ground- 
nuts scheme, but also all the other valu- 
able creps held up at the moment? 

Mr. Creech Jones: Obviously, I am not 
= ppy about the port arrangements in 

fast Africa, but we are doing all that we 
can to increase the facilities, and we shall 
continue to do so. 

Mr. A. E. Baldwin (Leominster—C.): 
Does not the Minister agree that this con- 
gestion shows the desirability of the 
Colonial Development Corporation going 
ahead of the Colonial Food Corporation 
in order that transport shall be available? 

Mr. Creech Jones did not reply. 
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Notes and News 


Draughtsman Required.—A _  draughts- 
man, with good experience in railway per- 
manent way design, is required by manu- 
facturers in the Midlands. See Official 
Notices on page 731. 


Liverpool Overhead Railway.—Receipts 
of £2,900 in the week ended May 30 re- 
presented an increase of £8 over 1946. 
The total of £60,238 for the five months 
is £381 in advance of the previous year. 


Sectional Engineer and Chief Draughts- 
man Required.—A sectional engineer and 
chief draughtsman (civil engineering) are 
required by a British railway company 
operating in Chile and _ Bolivia. See 
Official Notices on page 731. 


Third Class Sleepers to West Country 
Restored by Western Region.—Third class 
sleeping car facilities, suspended between 
Paddington and the West of England since 
1939, are to be restored on the 9.50 p.m. 
Paddington to Penzance. and 8.40 ».m. 
Penzance to Paddington, weekdays and 
Sundays, starting on Monday, July 5. First 
class sleeping accommodation is provided 
already on these services. 


Train Service to Olympia for Royal 
Tournament.—London ‘Transport is run 
ning a special service of District Line 
trains between Earls Court and Kensington 
(Olympia) for visitors to the Royal 
Tournament, which opened at Olympia on 
June 10 and continues until June 26. 
Trains run approximately every 10 min., 
the first leaving Earls Court at 12.48 p.m., 
and the last departing from Kensington 
(Olympia) at 10.58 p.m. 


Institute of Transport, Metropolitan Sec- 
tion—The following meetings of the 
Metropolitan Section of the Institute of 
Transport during the session 1948-49 have 
been arranged, to take place at Living 
stone Hall, Westminster, S.W.1:—October 
4, 1948: “Efficiency Control in Large 
Transport Undertakings.” by Sir William 
Wood: November 1, 1948: “ Railways and 
the Transport Act. 1947,” by Mr. David 
Blee; December 6, 1948: “Some Possible 
Influences of Railways on the National 
Plan,” by Mr. R. B. Hounsfield; January 
3. 1949: * The Effect of Nationalisation on 
Air Transport,” by Mr. J. W. S. Brancker; 
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February 7, 1949: “Inland Waterways as 
Affected by the Transport Act, 1947,” by 
Mr. W. L. Ives; March 7, 1949: “ Traders 
and the Transport Act, 1947,” by Mr. 
A. G. Marsden; April 4, 1949: to be 
announced later. The date at present fixed 
for the annual dinner (at Abercorn Rooms, 
Liverpool Street, E.C.) is December 17, 
1948, but it is hoped that it may be pos- 
sible to bring it forward a week or so. 
Administration of Ulster Railways.—lt 
is announced that by agreement between 
the British Transport Commission and the 
Northern Ireland Road Transport Board, 
there will be joint administration of the 
road board and the Railway Executive 
(Northern Counties Committee), pending 
the completion of arrangements for the 
transfer of the railway to the board. 
Soldier Fined for Pulling Communica- 
tion Cord at Winsford, L.M.R.—The 
soldier who pulled the communication 
cord in an express from Glasgow to Euston 
at Winsford on April 17, was fined £5 
and ordered to pay £6 5s. costs on June 
7. After the train had stopped as a result 
of the cord being pulled, it was run into 
in the rear by another express (see our 
issue of April 23). The soldier admitted 
he had pulled the cord for his own con- 
venience so that he could get off between 
stations instead of going on to Crewe. 
The subsequent accident was not related 
to his conduct, nor was his action in pull- 
ing the cord the cause of it, said Mr. G. 
H. P. Beames, who prosecuted for British 
Railways. 
Prize Competition for Railway Essays. 
A competition with $1,500 in prizes has 
been promoted by the New York Railroad 
Club for essays relating to the improve- 
ment and efficiency of railway administra- 
tion and operation. Entrants can choose 
their own subjects provided they concern 
railway working, and are treated in a 
constructive manner. but some topics sug- 
gested include public and staff relations, 
improvements in goods yard and goods 
shed working, and economies to. be 
realised by modern signalling and com- 
munication methods. There will be three 
prizes, of $750, $500, and $250. Entrants 
must be not more than 35 years of age, 
but employment on the railways is not a 
condition of entry, neither is membership 
of the club. Essays must be in the office 
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of the Executive Secretary of the New 
York Railroad Club, 30, Church Street, 
New York, 7, N.Y., on or before Febru- 
ary 1, 1949. Additional information wil| 
be supplied by the Executive Secretary, 
Mr. David W. Pye, at that address. 


Machine Tool Exhibition at Bristo!— 
An exhibition of machine tools, measuring 
equipment, and small tools will be held at 
the Bristol office of Alfred Herbert 
Limited at 103, Whiteladies Road, 
Bristol, 8, from June 21-26. Types of 
machines to be shown in operation jn- 
clude capstan lathes, drilling, surface grind- 
ing. and milling machines. Demonstrations 
will be given of a number of optical 
measuring instruments. Qualified engi- 
neers will be in attendance to demon- 
strate the equipment and to discuss pro 
duction and inspection problems. 


Fluorescent Lamp Prices Cut.—The 
prices of Osram fluorescent lamps, both 
daylight and warm-white colours, have 
been reduced as follows, as from June | :— 


Old price New price 


List Fak List P.T. 


2 && wh «<& 
5-ft.80-wate ... — &- ae Sle 
4-ft.40-wate ... x 166 4 4 140 38 


In addition, two new sizes of fluorescent 
lamp—2-ft. 20-watt and 2-ft. 40-watt—will 
be marketed on July 1. The 2-ft. 20-watt 
lamp will sell at 12s. 6d. plus 3s. 3d. pur- 
chase tax; and the 2-ft. 40-watt type at 
13s. plus 3s. Sd. Both will be available 
in daylight and warm-white colours. 


Conference on Civil Engineering Prob- 
lems.—A conference on civil engineering 
problems will be held at the Institution of 
Civil Engineers, Great George Street, West- 
minster, S.W.1, from July 19 to 23 next, 
at which a number of papers on subjects 
of importance in Colonial development 
will be read and discussed. Mr. A. Creech 
Jones, Secretary of State for the Colonies, 
has consented to oven the conference on 
July 20 at 10.15 a.m., and among those 
who have accepted invitations to the con- 
ference are Lord Listowel, Minister of 
State for Colonial Affairs; Mr. D. R. Rees 
Williams, Parliamentary Under-Secretary. 
Colonial Office; Sir Thomas Lloyd, Per- 
manent Under-Secretary, Colonial Office: 
Sir Sidney Caine and Sir Charles Jeffries, 
Deputy Under-Secretaries, Colonial Office; 
and Sir John Calder and Mr. H. F. 


New Continental Inquiry Office at Victoria 





Exterior and interior views of the new Southern Region Continental Inquiry Office at Victoria Station which 


was opened to the public on June 14. 


(See editorial note on page 705) 
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None of the vacancies on this page relates to a 
man between the ages of 18 and 50, inclusive, or a 
woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
vacancy is for employment excepted from the 
provisions of eal Order. 


BRITISH WORK ON PERSIAN RAILWAYS. 

The achievements and difficulties of the R.Es. 
during the 15 months in which they laid the founda- 
tion for effective aid to Russia. Reprinted from 
The Railway Gazette, February 2 and 16, 1945. 
Price 1s. Post free Is. 2d. 


FIRST PRINCIPLES OF RAILWAY SIGNAL- 
. B. Byles. Most treatises on rail- 
way pon, As intended for the railway signal 


engineer, but this is an elementary treatise. Cloth. 
74 in. by S in. 146 pp. Illustrated. 4s. By post 
4s 3d. 

TRAFFIC CONTROL ON THE L.M.S.R. Co- 


ordination of operating arrangements as a result 
of grouping.—Central. Divisional, and District Con- 
trol—Outline of unified methods adopted—Orgari- 
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OFFICIAL NOTICES 


BRITISH Railway Company, operating Chile and 


Bolivia, requires: 
Sectional Engineer. ” Experience in track mainten- 
ance and construction of railways and structures. 


Salary £750 p.a., rising to £950 p.a. 

Chiet Draughtsman (Civil Engineering) required for 
Chief Engineer’s Department. Salary £750 p.a., rising 
to £950 p.a. Free quarters, passages, allowances, etc. 

Write with full détails of qualifications and experi- 
ence to Box 2307, c/o CHARLES BARKER & Sons LTD., 
31, Budge Row, London, E.C.4. 


STANDARD MILITARY RAILWAY BRIDGES. 

F. Bond. A description of the different 
types ma o. 3. designed for rapid erection in the 
field by the Allied Forces, and of the various 
methods employed in such erection. 28 pages. 9 in. 


by 12 in.; fully illustrated. Paper cover 5s. By 

post 5s. 2d. 

'T RANSPORT ADMINISTRATION IN TROPI- 
CAL DEPENDENCIES. By George V. O. 

Bulkeley, C.B.E., M.I.Mech.E. With chapters on 

Finance, Accounting and Statistical Method. In 


collaboration with Ernest J. Smith, F.C.LS., for- 


D RAUGHTSM AN with good experience in Railway 

Permanent Way design required by Manufac- 
turers in Midlands. Must have served a recognised 
apprenticeship and have had sound technical training. 
Some experience in estimating would be an advan- 
tage. Reply giving age, full details of experience and 
salary required.—Box 93, og Railway Gazette, 33, 
Tothill Street, London, S.W 


THE. AC < u 


** PAGET ”” LOCOMOTIVE. Hitherto unpub- 

lished details of Sir Cecil Paget’s heroic experi- 
ment. Eight single-acting cylinders with rotary 
valves. An application of the principles of the 
Willans central-valve engine to the steam locomotive. 
By James Clayton, M.B.E., M.I.Mech.E. Reprinted 
from The _ Railway Gazette, November 2, 1945. 
Price 2s. Post free 2s. 3d. 


THE RAILWAY HANDBOOK provides the rail- 

way student with a collection of useful statistics 
and information relating to the railways of Great 
Britain and Ireland. In addition, in matters of inter- 
national interest, such as speed and electrification 
progress, the book extends its scope to cover the 
whole world in order to present a complete picture 








sation and working—Control — circuits— merly Chief Accountant, Nigerian Government Rail- of these increasingly-important developments 120 
Daily telephonic conferences. Pape 12 in. by way. 190 pages Medium 8vo. Full cloth. Price pp Dy. Svo. Paper covers. Price 5s. By post 
9 in. 20 pp. Llustrated. ‘Ss. By pl 5s. 2d. 20s. By post 20s. 6d. 5s. 3d 

Downie, Crown Agents for the Colonies. the interior of South Africa, where Their (£155,731). Dividend on the ordinary and 
The conference is open to members of the Majesties are shown stopping at wayside preferred ordinary is repeated at 14 per 
Institution, to engineers and to other — stations to see the natives of various parts cent., absorbing £36.225, and the amount 
officers specially interested, who are em- of the country. The film demonstrates the carried forward is £75,632, against 
ployed in the Colonial Service, and to co-operation between all concerned in pro- £119,506. 

other engineers who are otherwise engaged ducing these coaches in minimum time, 

in civil engineering work in the Colonies. and we understand it will be shown before The Transport Arbitration Tribunal.— 
Application forms may be obtained from audiences of various sub-contractors’ After considering the evidence submitted 


the Secretary, Institution of Civil Engi 
neers. Among papers to be presented for 
discussion will be “The Railway Gauge 
Problem of Tropical Africa.’ by Mr. 
R. W. Foxlee, and “Post-War Railway 
Rehabilitation in Malaya,” by Mr. J. O. 
Sanders. 


Proposed Sale of County Down Railway. 
—A resolution repudiating the agreement 
to sell the Belfast & County Down Rail- 
way to the Northern Ireland Road Trans- 
port Board for £485,989 and expressing 
lack of confidence in the board of directors 
(see our May 28 and June 11 issues) was 
defeated on a proxy vote by 3,244 to 
2,432 at an extraordinary general meeting 
of the stockholders in Belfast on June 8. 
Mr. James Hurst, Chairman, said that in all 
financial, legal, and valuation matters the 
company had had all the expert advice 
considered necessary. The total purchase 
price obtained was 35 per cent. higher than 
the total value would have been had it 
been calculated on Stock Exchange valua- 
tions at the date when the arrangement was 
made. 


The South African Royal Tour Train.— 
An interesting film recently shown in a 
Birmingham cinema, has been produced by 
the Metropolitan-Cammell Carriage & 
Wagon Co. Ltd., to describe the produc- 
tion of the eight coaches which formed 
the train for the Royal Tour of South 
Africa. The order from South Africa was 
received in March, 1946, and the coaches 
were shipped to South Africa in December 
of the same year; an illustrated article 
dealing with the train appeared in our 
November 29, 1946, issue. The film com- 
mences in the drawing office, where draw- 
ings had to be made for each coach, and 
then moves on from the contractors to the 
sub-contractors, for the production of the 
steel, woodwork, air conditioning, and 
finally the assembly and concluding coats 
of paint. Each coach is seen swinging on 
the gigantic cranes, for loading from 
barge to shiv, and later the same process 
is seen in reverse, when they are being 
laid down on the railway in Capetown. 
On the arrival in Capetown, the film 
changes to colour, and passes on through 


works, probably in London, Manchester, 


and Sheffield. 


Aluminium Wire & Cable Manufactur- 


ing Facilities—-An announcement by the 
Aluminium Wire & Cable Co. Ltd., 10, 
Buckingham Place, London, S.W.1, states 


that the company has transferred to its 
Swansea works facilities for the manufac- 
ture of aluminium and alloy wire and hot 
rolled rod previously operated by the 
British Aluminium Co. Ltd. and Reynolds 


Light Alloys Limited. Sales of rod and 
wire made at Swansea will be handled by 
the British Aluminium Company and de 


liveries against existing orders will not be 
affected. 


Roumanian Industries to be National- 
ised.—On June 11. the Roumanian 
Cabinet approved and sent to the National 
Assembly a Bill for the nationalisation of 
industrial, mining. banking, insurance, and 
transport companies. Reuters reports that 
the concerns to be taken over include ten 
private railways and four shipping com 
panies. The proprietors of the expropri- 
ated undertakings will receive State bonds, 
repayable by instalments out of profits 
from the respective industries. which will 


remain under their present management 
until actually taken over. 

Nitrate Railways.—The Tarapaca & 
Antofagasta Nitrate Co. Ltd. has made 


an offer for the railway undertaking in 
Chile of the Nitrate Railway Co. Ltd., of 
10,000,000 Chilean pesos (£80,000) payable 
in cash and £760,000 payable in non- 
interest bearing sterling bonds on Tarapaca 
& Antofagasta Nitrate Co. Ltd. The 
Nitrate Railway Co. Ltd. owns 384 miles 
of standard-gauge railway in Chile and has 
a stock of some 67 locomotives, 45 car- 
riages, 990 wagons and 201 petroleum and 
water tanks. The annual report on 
Nitrate Railways for 1947 shows gross re- 
ceipts of £247,915, which compares with 
£228,874 for the previous year, and ex- 
penditure at £324,498 (against £286,622), 
making a net loss on operations of £76,583 
(against £57,748). After deducting loss on 
working, the net revenue account shows 
an available balance of £111,857 


at the hearing on June 10 of Applications 
by the British Transport Commission, pur- 
suant to Section 17 (3) of the Transport 
Act, 1947, the Transport Arbitration Tri- 
bunal has issued Orders, dated June 11. 
1948. determining the values of the fol- 
lowing securities specified in Part II of the 


Fourth Schedule to the Act: 
Name of body by Value 
which security was Type of security per £100 
issued Nominal 
Southport & Cheshire 3 per cent. guaranteed £97 
ines Extension debenture stock 


Railway Company 24 per cent. Perpetual £67 


preference stock 


Ordinary stock £7 
Staffordshire & Wor- 44 per cent. Debenture £103 
cestershire Canal stock 
Company Consolidated stock ... £50 
Annual Meeting of B.E.A.M.A. Are 


Welding Section—The annual general 
meeting of the Arc Welding Electrode Sec- 
tion of B.E.A.M.A. was held at the Hol- 
born Restaurant this month. Mr. W. W. 
Watt, Managing Director, British Oxygen 
Company, was elected Chairman for a 
further year, and Mr. R. E. Clipsham, 
Managing Director of the Lincoln Electric 
Company, was elected Vice-Chairman of 
the Section. It is noted from a review of 
the activities of the arc welding electrode 
industry for the past year that manufac- 
turers were in a pvosition to meet only 
about half the home demand for electrodes 
because of the shortage of core wire. The 
situation is such that imports at prices 
higher than those ruling in Great Britain 
are permitted, although there is ample 
electrode manufacturing capacity available 
in this country. 


Increased Compensation for Transport 
Stocks.—Two debentures and a non-cumu- 
lative preference stock of the Grand Union 
Canal Company have been awarded higher 
values by the Transport Arbitration Tri- 
bunal than had been assessed by the 
British Transport Commission. The com- 
pany’s 4 ver cent. debentures were valued 
at £103 10s. (or £1 higher ver cent.); the 
34 per cent. perpetual debentures at £95 


(or £2 higher); and the 6 per cent. non- 
cumulative preference stock at £89 per 


cent., instead of £87 
Oldham, 


In the case of the 
Ashton-under-Lyne & Guide 
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Bridge Junction Railway Company, the 
gsommission’s suggested value of £129 10s. 
per £100 nominal was confirmed by the 
tribunal 


Coventry Machine Tool Works Limited. 
—The profit for 1947, at £23,781. shows 
an increase of £2,724. A dividend of 124 
per cent. is declared as in the preceding 
year. 


Thomas de la Rue _ Limited.—An _ in- 
creased profit of £529,293, compared with 
£477,941 in 1946-1947, was shown for the 
year to March 27 last. Taxation takes 
£415,959, as against £298.603 last year, and 
the declaration of a final ordinary dividend 
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Railway Stock Market 


Dull and inactive, with most sections 
showing a trend to lower values in the 
absence of demand, stock markets have 
been awaiting the final United States 
decision on the question of a reduction 
in Marshall Aid. British Funds have been 
relatively firm. British Electricity 3 per 
cent. stock, which at one time marked 
par, the highest business recorded since 
dealings started early in April, has come 
back to 993. There was activity in British 
Transport 3 per cent. 1978-88, which after 
going over 96}, eased to 963. 

Main feature in foreign rails has been 
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Mexican Railway 6 per cent. debentures 
were 893, and elsewhere, Beira Railway 
bearer shares strengthened to 54s. 9d. 
Despite the surrounding uncertainty of 
markets, shares of road transport concerns 
have been firm, movements generally not 
exceeding more than a few pence, while 
there was activity in Thomas Tilling, again 
in expectation of news of the outcome of 
the negotiations with the British Transport 
Commission. After touching the new high 
level of 101s. however, the price eased to 
100s. 6d., but on the other hand, B.E.T, 
deferred stock at £1,780 was lower on 
balance. The market is assuming that 
there are good prospects of leading biis 


of 40 per cent. brings the distribution up fluctuations in Brazilian railway’ stocks, and road transport companies maintaining 
to 50 per cent. as previously awaiting full terms of the Anglo-Brazil dividends at last year’s levels, and that in 
z financial agreement. San Paulo, after 195 the case of concerns eventually merged 


Firth Brown Steels Limited.—A _ state- 
ment by the directors of Thos. Firth & 
John Brown Limited announces that the 


eased to 191. An official statement from 
the Board as to the position in regard to 
payment from Brazil for the railway is 


with British Transport, the take-over terms 
seem likely to be above current market 
levels. These factors explain why the 


segregation has been undertaken recently expected shortly now that the directors market for the shares is one of the firmest 
of the company’s assets specifically em- who visited Brazil have returned. There on the Stock Exchange. 
ployed in the production of iron and steel, were minor fluctuations in Leopoldina Iron and steels lost a little ground, and 


from its general assets. Firth Brown Steels 
Limited has been formed to acquire these 
assets. the management of which will con- 
tinue in the hands of Thos. Firth & John 
Brown Limited. 


Sharpness Docks Security Valuation.— 
The following values for stocks of the 
Sharpness Docks and Gloucester & Bir- 
mingham Navigation Company have been 
suggested to the Transport Arbitration Tri 
bunal by the British Transport Commis- 
sion. The values given are per £100 paid 
up: 5 per cent. “A” cumulative preference, 
£94 10s.; 54 per cent. “B” preference, 
£79 10s.; 5 per cent. “C” preference, 
£65; and ordinary consolidated. £30. 


Bolivar Railway Moratorium Scheme.— 
In consequence of reduced traffic receipts 
and higher expenses cone from labour 
demands, holders of the 5 per cent. “ A,” 
2 per cent. “B,” and “C” debenture 
stocks have been asked to approve a mora- 
torium scheme. This provides for the 
postponement until January 1, 1949, of the 
company’s obligations during 1948 as to 
interest during 1948 and any sinking fund 
in respect of the “A” and *B’ deben- 


issues, the ordinary rallying later to 134, 
with the preference stock 414, the deben- 
tures 744, and Leopoldina Terminal deben- 
tures 71. Great Western of Brazil shares 
came back to 77s. 6d. after touching 86s. 
In other directions, Nitrate Rails at 85s. 
have not been affected by the sale terms 
for the railway offered by the Tarapaca 
and Antofagasta Nitrate Company. 
Antofagasta Railway ordinary and pre- 
ference have been steady at 124 and 67 
respectively, and elsewhere, United of 
Havana 1906 debentures changed hands 
around 18. Chilean Northern 5 per cent. 
debentures have marked 354, and dealings 
iround 33 took place in Guayaquil and 
Quito 5 per cent, first debentures. Manila 
Railway issues remained active, the “A” 
debentures improving to 96} with the 5 per 
cent. preference better at 11s. 44d. on the 
possibility of a deal in re with 
the company’s holding of Manila Railroad 
bonds. In other directions, Emu Bay 43 
per cent. debentures marked 55, and White 
Pass & Yukon 5 per cent. debentures 144, 


United Steel have eased to 28s. 74d., Col- 
villes to 34s. 3d., Dorman Long to 
30s. 13d.; Guest Keen were 47s, 3d. and 
Stewarts and Lloyds 54s. 9d. Babcock & 
Wilcox were back to 69s. 6d. with T. W 
Ward 6ls. 6d. 

Shares of locomotive building and engi- 
neering companies moved narrowly, Vul- 
can Foundry being 27s. 6d. with Beyer 
Peacock 22s. 9d. and North British Loco- 
motive 23s. 74d., but Gloucester Wagon 
remained at the lower level of 59s. 3d 
recently touched. Wagon Repairs Ss. 
ordinary were 20s. 3d. and Charles Roberts 
£74. Oil shares remained active, awaiting 
the full Anglo-Iranian and Shell reports, 
but the Burma news put Burmah Oil back 
to 66s. 3d. In other directions Ruston & 
Hornsby at 60s. 6d. strengthened after the 
results showing record profits. The divi- 
dend is again limited to 124 per cent., but 
more capital is required and the market 
assumes this is likely to take the form of 
new shares offered as “ rights” to existing 
shareholders. 


Traffic Table of Overseas and Foreign Railways 
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tures, with power to a committee to post Traffics for week + Aggregate traffics to date | m 
pone these and similar obligations for : Total 
c . ag: ‘ Mil Week ote 
1949 until January 1, 1950. Provision is ae agen ended Total | Inc.ordec. 5 Increase or 
made also for the creation of £10,000 5 this year wn teaaa 6 1947/8 decrease 
per cent. prior lien debenture stock, rank- —_ emia eens ba 
ing before all existing stocks, and redeem- P ‘ t t 
able at a premium of 20 per cent. on Antofagasta .. 934 6.6.48 47,670 + 1,920 23 1,182,280 275,370 
March 31, 1958, or earlier on one month’s Bolivar = 174 | Apr., 1948 $80,579 $28,757. 17 $374,821 $74,827 
notice. The announcement rec: é Brazil 
aes her 9 pore peneres — that “ee Cent. Uruguay 970 5.6.48 39,936 2,208 | 49 1,808,812 | + 19,201 
ecember 7, , Stockholders were IM- — g§} CostaRica ... 262 Apr., 1948 18,379 15,486 43 310,730 +4 23,965 
formed that negotiations for the acquisi- 5] Dorada ; 70 | Mar., 1948 19,700 7 13 59,500 — 30,000 
. the c anus wadetnl tae .  £ | G.W. of Brazil ..| 1,030 5.6.48 27, 4, 23 808, 100 33,800 
tion of the company’s undertaking by the} tree Cet Amer, | "794 Apr., 1948 | $1,218,460 |+ £359'490 17 $4,812,683 $62,337 
Venezuelan Government were proceeding, —|LaGuaira... = 223 | May., 1948 $116,449 4 $731 22 $523,981 | — $48,780 
and that this is still the position at the § Leasoldina ...| 1,918 5.6.48 peed te.3! 2 1,180,088 | — 260,896 
betes ne Serr ORE Se , ae ©S Midland Uruguay ‘ 319 Apr., 194 B + 1,694 183,648 14,84 
noge aay = x ergy ncn a fr wed GO| Nitrate. 382 31.5.48 10,140 | — 857 22 121,280 30,098 
at a cable has been received fre N.W. of Uruguay ... 113 Apr., 1948 5.948 + 362 | 43 54,934 | — 985 
the General Manager stating that the 2 aang od Cent... 274 ‘Ca “ora gy 4 G3,285,615 + 188,267 
Rs @ ren PE me eS am re eru Corp. al 159 May., 194 761 0 4 1,907,324 | + 230,353 
Government has threatened to take over 3] salvador... |. ‘100 | Mar., 1948 €240,000 31,000 39 1,621,600 283,600 
the administration and operation of the ©] SanPaulo ...  .... 1534 - - - - 
company’s account of the Puerto Cabello irl aaa See ‘ a non By — = ss ae ns 
% i ee ages” oe of nited of Havana ...| I, 6. , ’ 740, ' 
& Valencia section, ; unless traffic, sus- Uruguay Northern 73 Apr., 1948 1,569 |4 136 | 43 12,164 aa 596 
pended by a strike, is resumed. Similar 
action on the Bolivar sectio ight fo , 9 
. ar section might follow. 3 + Canadian National .../ 23,535 | Apr., 1948 | 10,235,250 |+ 1,230,500 | 18 36,902,750 | + 2,829,000 
See reennnnemeetennin: S Canadian Pacific . 17,037 | Apr., 1948 6,880,000 318,250 | 18 26,269,500 | + 1,870,750 
J J 
F orthcoming Meetings Barsi Lightt .| 202 | May., 1948 27,150 |+  _4,575/ 8 57,877 6,007 
, c : Beira ne 204 Mar., 1948 130,824 33,115 | 26 711,144 167,195 
June 19 (Sat.).—The Permanent Way Insti- | Egyptian Delta... 607 10.4.48 18,332 |+ 710} 1 18,332 | + 710 
tution, Manchester & Liverpool Sec- 3 Gold Coast _ | 536 | Apr., 1948 224,588 + 60,636 | 4 224,588 | + 60,636 
— anita . - —_ — — 
tion. peg Newton Heath Concrete §\ mid. ofW. Australia| 277 | Apr., 1948 29,873 |+ 9,898 | 43 239,345 | + 64,049 
. —_ at 2.45 p.m. > sigerie ne ; | 1-800 Mar., oe 401.873 4 20:27? 52 4,581,601*| + 49,128 
une (Sat.).—British Railways, Southern odesia ; 445 |Sept., 194 . {+ 102,833 | 52 6,787,603 | + 612,93 
South African 13,323 15.5.48 1,325,427 |+ 137,473 | 7 8,506,173 | + 570,663 
Region, Lecture & Debating Society. Victoria 4.774 | Feb., 1948 1,421,349 + 234,015 | 35 = = 


Visit to Romney, Hythe & Dymchurch ae ad | 


Railway. 


t+ Receipts are calculated @ Is. 6d. to the rupee * Aggregate figures to March 20 
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